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Two Thousand 


Pounds 


One Minute 


Two Hundred and Fifty Feet : 
Otis Inclined Elevator at Metropolitan S. S. Co. Pier, Boston, Mass. 


An average load at an average rate of speed upon an incline 
as great as 25 degrees from the horizontal carried with one 


Otis Inclined Elevator 


And the cost is butjabout one-tenth of a cent per ton 


No wonder, is it, that where the OTIS INCLINED ELEVATORS are operating—as at the 
Metropolitan S. S. Co., Boston; Detroit and Cleveland Navigation Co., Detroit; Mystic Dock, 
B. & M. R. R., Boston; Old Dominion S. S. Co., New York; Merchants’ and Miners’ Trans- 
portation Co., Savannah; Pequonnock Dock, N. Y., N. H. & H.R. R., Bridgeport; New York 
Central R. R. Docks, Weehawken, N. J., and other places—the truckmen are delighted with the 
effort saved and the officials with the time and money saved? 


Our inclined Elevator Catalogue gives the details 
in description and illustration. Write for it. 


Otis Elevator Company, Twenysxnse. New York 


600 West Jackson Boulevard, Chicago 
Offices in all principals cities of the world 
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Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


BRIT). ss The demand for this book has been so extensive 
RT that only a comparatively small number remain and in 
De a few weeks copies can no longer be obtained. This 
PP ness ic represents the last opportunity to get one of these dur- 
ee able volumes of the Digest of Federal and State Court 
Te a Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 
This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 
One of the remaining volumes, cloth bound, can be 
= obtained for $7.50, delivered. Act quickly, as this op 
Csieaen tye) portunity will soon pass. 
: Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 
G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
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ANS GREAT NORTH 
NEW ORLE “OZONE ROUTE” ERN R. R. 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THF 


NORTH, EAST, SOUTH ano WEST anv FOREIGN 
PORTS vu NEW ORLEANS, “oareya ee 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 
M. J. MCMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
9053 WHITNEY CENTRAL BLDG., New Orleans, La. 


Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA —CHARLESTON —NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,” ‘‘Ruby,” “Robert M. Thompson” 


Low Insurance Rates 


Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 











SAILINGS from Philadelphia as follows: February 6th, 11th and 24th; March 3d, 8th, 2ist and 28th. Sailings sub- 
ject to change without notice. 


CONNECTIONS.—At PHILADELPHIA With Baltimore & Ohio R. R., Pennsylvania R. 
R., Philadelphia & Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Trans- 
portation Co, Sa 

At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 
Texas & Pacific Ry. 

AT CHARLESTON—With Southern Railway Co. 

D. H. E. JONES, Vice-President JAMES W. ELWELL & CO., Manage 


Pier 19, North eseune. ‘Avenue, Philadelphia, Pa. 17 State Street, New York, N. Y. 
A. L. LANE, General Freight Ag 


W. @. ere, ene Freight Agent. 
Pie : 1 i 
N. F. xnrany® ‘General Belaware ‘Ave., Philadelphia, Pa st Baltimore Street, Baltimore, Md. 
a Street Landin New Orleans, La. DRICH, rat Eastern Agent 
W. W. SMITH, os ' c +o cH 261 Broadway, nen York, N. Y. 
of st harlest s. Cc. 
Cc. H. JACKSON, euaeel oo ee J. J. KLINE, Traveling ir Agen ses 
701 Park Bullding, Pittsburgh, Pa. 206 Milam oe Shrevepo a. 
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From Ocean to Ocean 


All the way across the continent—from Atlantic to Pacific—Wells Fargo & Company 
Express operates fast package transportation service. Not only upon passenger schedule, 
but in many cases by special train, is this express service maintained. 


That is why, in large stores and factories, the Traffic Manager says to his shipping 
department: “Be sure to ship by Express.” 


or ek NNR DERE HAE Me BAP IIT 


The Traffic Manager knows. He knows the far-reaching system of Wells Fargo lines 
throughout the North American continent, from Salvador north to the Yukon. He knows 
the reputation of the Express in this country—as the swiftest and most efficient form of pack- 
age transportation in the world. 


en 


He knows that the Express affords what might be termed “Specialized Transportation” 
—for each particular class of goods, a means of carriagé well suited to the character of the 
shipment. For instance, safety trunks for small packages; steel safes for moneys and 
jewelry; refrigerator cars for perishable goods; special end-door “garage” cars for auto 
shipments; stable cars for horses—and other adaptations for various shipments. The Traffic 
Manager knows, in short, that the Express specializes in the transportation of goods. 


Speed Your Goods by Express New Low Rates Now in Effect 





Wells Fargo & Company Express 
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TEMPERING JUSTICE WITH MERCY. 

Just now, when the sympathy of the public is 
being enlisted, almost entreated, by the railroads in 
their petition to the Interstate Commerce Commis- 
sion for higher freight rates, and when they are 
pointing to so many instances as proof of their slow 
starvation from lack of necessary money and credit, 
it is to be regretted that another possible setback 
has been given to their growing hopes by the re- 
cent revelation of the methods by which the Chi- 
cago, Milwaukee & St. Paul Railway balanced its 
books. 

The primary question as to whether or not the 
carriers shall have a uniform advance in freight 
rates to meet their depleted exchequers, and to 
take care of a constantly growing increase in oper- 
ating expenses, has already been clouded and almost 
lost sight of by the injection of such apparently 
collateral subjects as allowances for switching, 
charges for spotting cars, free services of trap 
cars and revocation of concurrences with short lines. 
in the investigation of these subjects, much public 
sympathy has been alienated from the carriers by a 
disposition to show that their practices in relation 
to those matters have savored of rebates and dis- 
It is, there- 
‘ore, particularly unfortunate for the railroads that 
this severe indictment of certain railroad officials 


criminations in violation of the law. 


has been found. 


The law should, of course, be strictly enforced 
nd impartially administered by the Commission 
hich has been so charged by Congress and any 
arrier accused of serious irregularities in account- 
ng should be promptly called to account. It is 
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strenuously asserted, though, by the officials of the 
offending railroad that there was no intention to 
make a false or inaccurate statement of its operat- 
ing or financial conditions; that whatever irregu- 
larity was committed in the over-statement of in- 
come was not for the purpose of deceiving either 
the Commission or the public, but, rather, in order 
to comply with the Washington state law permit- 
ting a certain issue of bonds to cover the cost of 
building and equipping its Pacific Coast extension. 


In a spirit of fairness, however, the newspapers 
should carefully analyze the motives of the carriers 
before they heap additional abuse and condemna- 
tion upon the railroad heads, and further shatter 
the confidence of the investing public in general 
railroad securities. Does it not seem perfectly ob- 
vious that an abnormal condition exists, requiring 
a prompt application of some help from the govern- 
ment, when a heretofore clean and capably man- 
aged railroad is forced to resort to the manipulation 
of its book accounts with the sole point in view of 
attracting necessary capital with which to meet the 
cost of early operation and construction conditions? 
With a diminishing income and an increasing out- 
lay, it still needed extra capital for development 
work, and made up statements that did not meet 
with the approval of the Commission. After all, 
bookkeeping methods is a minor and technical ques- 
tion. Even experts rarely agree on such points. 
Uncle Sam, himself, is a frequent culprit in such 
matters, and his methods of keeping books have been 
reported by several commissions as woefully crude 
and inaccurate. There is not a bureau of the gov- 
ernment that does not use every method known to 
bookkeeping to show that it is conducted econom- 
ically. The Department of Agriculture of the 
United States has one set of figures to disprove those 
of the Census Bureau. The Department of Labor has 
one method to get basic facts, which are quickly 
condemned by that in vogue by the Department of 
Agriculture. 


A FAULTY SPOTTING TARIFF. 


The first unmistakable spotting tariff filed with 
the Interstate Commerce Commission is of such kind 
that the Commission will probably have to hold it 
illegal without going into the merits of the ques- 
tion as to whether a charge for spotting is proper. 
The Chesapeake & Ohio, which files the tariff, de- 
fines the spotting service proposed as the service 
“beyond a reasonable convenient point of “inter- 
change” between its railroad and the tracks of the 
shipper. It is thought that the tariff will be held 
illegal because it does not definitely locate the point 
to which the rate named shall apply. 
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‘A reasonable convenient point of interchange” 
may mean anything or nothing. If the private track 
has connection with two trunk lines and the shipper, 
by reason of proximity to the tracks of one trunk 
line, is able to get his car spotted in front of his 
warehouse simply because the switching crew can- 
not place the car at “a reasonable convenient point 
of interchange” without at the same time putting 
it immediately in front of the warehouse, then the 
trunk line which could place the car at a “reason- 
able convenient point of interchange” far from the 
warehouse would find it convenient to make the in- 
terchange point for itself exactly the same as the 
“reasonable convenient” point of the other trunk line 
and the result would be no charge of any kind for 
the shipper so conveniently situated. 

Another result might be that the trunk line least 
conveniently located in relation to the warehouse 
would get only that tonnage which the shipper could 
not send over the trunk line which would be un- 
able to set a car “at a reasonable convenient point of 
interchange” without at the same time placing the 
car absolutely in front of the shipper’s warehouse. 


CLEARS WAY FOR FREIGHT INCREASE 


Joseph W. Folk, chief counsel for the Interstate Com- 
merce Commission, says the decision given Monday at St. 
Louis by U. S. Circuit Judge Adams clears the way for the 
proposed 5 per cent increase of freight rates on eastern 
lines, if the Interstate Commerce Commission grants it in 
that it would prevent shippers from enjoining the enforce- 
ment of the increased rates. 

The Interstate Commerce Commission has exclusive 
jurisdiction over the regulation of interstate railroad rates, 
according to the decision. Judge Adams dissolved a tem- 
porary injunction restraining the Wabash railroad from 
filing new rates for shipments from the works of the IIli- 
nois Glass Company at Alton, III. 

Judge Adams decided that it was for the Interstate 
Commerce Commission to decide whether a railroad was 
an industrial line or a common carrier, and for the Inter- 
state Commercc Commission alone to decide, in the first in- 
stance, whether a railroad could file new schedule of rates. 

The Wabash railroad filed the new rates soon after the 
Interstate Commerce Commission decided that certain con- 
cessions to industrial lines were in reality rebates and 
therefore improper. 


SUSPENDS CANCELLATIONS? 


The Commission late Friday afternoon or Saturday 
morning was expected to issue an order suspending the 
cancellation tariffs filed by the trunk lines to break through 
route and joint rate arrangements with the industrial 
roads not mentioned in the report on that case. Can- 
cellations as to industrial roads mentioned in that report, 
it is expected, will be allowed to go into effect on April 
1. The Commission has decided as to them that they 
are industrial roads, not entitled to divisions, but has not 
acted on any other than these mentioned in the report, 
wherefore, almost pro forma, it must suspend the cancel- 
lation tariffs which would otherwise become effective 
April 1, without the roads affected having been given a 
hearing. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


DONALD S. DIXON. 

Donald S. Dixon, district traffic manager of 
Southern Oil Co., is a native Chicagoan and a graduate 
of Northwestern University. His initial traffic experie: 
was with the same firm he has been with for the 
seven years. 
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DONALD S. DIXON. 


Mr. Dixon is an exception to the general rule that 
industrial traffic managers cannot succeed without pr‘ 
vious railroad experience. He has demonstrated what 
young blood can accomplish in the traffic game, and has 
been particularly active in appearing before the various 
railroad committees and associations and obtaining favo! 
able rate and classification adjustments. 

He is a member of the Traffic Club of Chicago, th‘ 
National Industrial Traffic League and the Oak Par 
Club. 


OFFICIAL CLASSIFICATION COMMITTEE 


Announcement is just made of a change in the wo! 
ing plans of the Official Classification Committee, where 
quarterly instead of semi-annual hearings will in futu 
be held. 

New classifications will be issued twice a year, 4a! 
preliminary hearings will be held in Chicago as heretofor 


WESTERN CLASSIFICATION. 


The Western Classification Committee has not for 
the last five weeks docketed any new hearings. 
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CURRENT TOPICS IN WASHINGTON 


Whether there is any ground for 
it or not, the impression among 
those who have resisted the imposi- 
tion of the so-called spotting charge 
for sidetrack service, is that the post- 
ponement by the Interstate Com- 
merce Commission of arguments on 
that point is a skirmish victory for 
them. It is at least true that the 
Commission came to the conclusion 
that the carriers should have an 
opportunity to submit additional testimony as to their 
financial needs and rebuttal as to testimony put in in 
behalf of shippers, before there was argument on any 
phase of the 5 per cent advance application. The desire 
of the Commission to have Clifford C. Thorne restate 
briefly the testimony given by him during the four or 
five days he was on the stand is a compliment to him. 
Whether or not one agrees with the conclusions he drew 
from the data he presented, it is true that he lays a 
good foundation for viewing the whole subject from vari- 
ous angles. Two of his propositions stick in mind when 
everything else is forgotten. The first is that if the 
Cc. F. A. seale were extended in accordance with the 
rules used in its construction, it would give a first-class 
rate between Chicago and New York practically the same 
as the one now in use. The second is that difficulty in 
getting capital is not confined to railroads, but is com- 
mon to all individuals and corporations having capital 
requirements. Analysis may show that the big percent- 
age increases in money used for maintenance are not 
as significant as Mr. Thorne thought them to be, espe- 
cially in view of the fact that the ratio between gross 
income from operation and maintenance has not varied 
so greatly as the difference in percentages might lead 
one to believe. 








George P. Boyle, one of the examiners in Commis- 
sioner McChord’s office, has joined the ranks of former 
employes of the Commission who have resigned to go 
into private law practice. He has tendered his resigna- 
tion, to take effect the middle of April, when he will go 
to join the colony of former employes which is appear- 
ing before the Commission as attorneys representing 
clients having business before the Commission. When 
W. A. Glasgow, Jr., Luther M. Walter, John S. Burch- 
more and George P. Boyle all appear before the Com- 
mission at one time, as they are likely to do at some 
angle in the tap-line, industrial or switching inquiry, it 
will look like a gathering of the Commission and its 
Staff, with only a few outlanders thrown in to show 
that it is a matter in which the shipping public has 
some interest. 





At this time it is not especially dangerous to say 
that the prospect of the passage at the current session 
of Congress of any bills affecting the Act to regulate 
commerce is not good. Congress is becoming involved 
in the question whether national honor requires the re- 
peal of that part of the Panama Canal Act exempting 
coastwise ships from the payment of tolls. That meas- 
ure, the anti-trust bills and the appropriation bills will 
keep it busy until July 1, if not later. By that time the 
campaign will be so hot that it will be impossible to 
keep the members in their seats. This is the first year 
of the popular election of senators. That means that 
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one-third of the membership of the body that has here- 
tofore been more or less indifferent about adjournment 
will be as keen to get awar as the so-called popular 
body. Direct election means that senators must get out 
on the stump themselves. Under the old system the 
eandidate for the Senate remained in the background, 
making his fight for the nomination of his factional fol- 
lowers for places in the legislature which elected him. 
While there are hundreds of proposals for government 
ownership of wire companies, the “nationalization” of 
railroads and the like, there is not now any organized 
campaign for any of the bills. The administration has 
not included any bill relating to the Act to regulate 
commerce in its program. 





It is the opinion of many that if Congress would 
repeal that part of the Panama Canal Act forbidding the 
use of the canal by railroad ships, the demand for the 
repeal of the toll exemption part of the law would die 
speedily. The British government’s insistence upon re- 
peal is believed to be based upon representations made 
to it by Canada in behalf of the Canadian Pacific and 
by Lord Cowdray, the builder of and controlling spirit 
in the Tehuantepec Railroad, the nearest carrier by rail 
to the canal, now that the Panama Railroad has been 
made merely an auxiliary to the waterway. Repeal of 
that part of the act would leave the transcontinental rail- 
roads free to compete with independent ships using the 
canal by the use of the ships they already own, espe- 
cially if the Commission should allow them to continue 
in the ownership of their steamship lines. Pacific and 
gulf coast commercial organizations are bombarding Con- 
gress with protests against the repeal of the exemption 
part of the law. It is taken that they correctly reflect 
the views of the body of shippers in those territories. 





There is a strong feeling among those interested in 
the advanced rate case, that if the railroads will trim 
off the proturberances in their advanced rate tariffs 
caused by the. strict observance of the 5-cent per ton 
minimum and major fraction rule, the Commission will 
allow practically all the advances. They get their feel- 
ing on that subject from the White House. While the 
President time and again has denied that he has dis- 
cussed the subject with any Commissioner or indicated 
in any way that he wishes the increases granted, articles 
appear in certain newspapers which persons well in- 
formed as to how such things are done in Washington 
recognize as having the sanction of those who know how 
the President feels on the political phase of the subject. 
It has a political phase, just as everything else dealt 
with by government officials has. The iron and steel 
and lumber trades have an idea that business will im- 
prove if rates are advanced so that the railroads may 
resume their buying of supplies. The administration is 
interested in having business improve. Should the rates 
be increased it will be the first time in the history of 
common carriers when an increase in rates has been 
made to improve the condition of business. Twenty 
years ago, when business was bad, so traffic officials 
testified in the Sloss-Sheffield case, rates on pig iron 
from Alabama furnaces to Ohio River crossings were put 
down to a “panic basis,” and the southern railroads have 
never been able to get them back to a normal basis. Of 
course, those who complained against the $3.50 per ton 
rate to Cincinnati, a typical one, have never admitted 
that $3.50 per ton is anything even resembling a panic 
rate. 
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Decisions of Interstate Commerce Commission 


PADUCAH RATE CASES 
CASE NO. 5896 (29 I. C. C., 593-599) 
PADUCAH BOARD OF TRADE VS. ILLINOIS CENTRAL 
RAILROAD CO. ET AL. 


CASE NO. 5898 
SAME VS. SAME. 


Submitted Nov. 12, 1938. Decided March 3, 1914. 
Complainant alleges that the fates on potatoes, cabbages, 
onions, beans and canned goods from points in Central 


Freight Association and Western Trunk Line territories to 
Paducah, Ky., are unjust, unreasonable and unduly dis- 
criminatory to the extent to which they exceed the rates 
from the same points to Cairo, IIL; and that rates on lum- 
ber from Paducah to points in Trunk Line, Central Freight 
Association and Western Trunk Line territories 4 ym- 
pared with those from Cairo to the same points ar imi- 
larly objectionable; Held, That— 

1. The rates on potatoes, cabbages, onions, beans and canned 
goods from points in the north to Paducah should not ex- 
ceed those contemporaneously maintained from the same 
points to Cairo by more than 1 cent per 100 pounds. 

2. The rates on lumber from Paducah to the north should not 
exceed those maintained from Cairo to the same destinations 
by more than 1 cent per 100 pounds. 

3. Carriers should either charge a bridge toll on traffic in-both 
directions at every competitive crossing or not charge it at 
any crossing. (Paducah Board of Trade vs. I. C. R. R. 
Co., 29 I. C. C., 583.) 

E. W. Hines, J. V. Norman and W. F. Bradshaw, Jr., 


for complainant. 

R. V. Fletcher, A. P. Humburg, R. B. Scott, W. F. 
Dickinson, W. T. Hughes, H. G. Herbel and F. G. Wright 
for Illinois Central Railroad Co.; Missouri Pacific Railway 
Co.; St. Louis, Iron Mountain & Southern Railway Co., 
and Chicago, Rock Island & Pacific Railway Co. 


Report of the Commission. 


MEYER, Commissioner: 

The facts in these cases are interrelated. These 
cases were heard and argued together, and will be dis- 
posed of in one report. No. 5896 involves rates on po- 
tatoes, cabbages, onions, beans, and canned goods from 
points in Western Trunk Line and Central Freight Asso- 
ciation territories to Paducah, Ky., as compared with 
those from the same points to Cairo, Ill. No. 5898 in- 
volves rates on lumber of all kinds from Paducah to 
points in Western Trunk Line, Central Freight Associa- 
tion and Trunk Line territories as compared with those 
from Cairo to the same points. In both cases the com- 
plaint is brought by the Paducah Board of Trade, a 
corporation with headquarters at Paducah, and it is al- 
leged that the Paducah rates are unjust, unreasonable and 
unduly discriminatory in so far as they exceed the Cairo 
rates. 

Both Cairo and Paducah are 
points. Cairo is located on the north bank of the Ohio 
at its confluence with the Mississippi. Paducah is located 
about 40 miles east of Cairo on the south bank of the 
Ohio. Their relative location is shown in the map on 


Ohio River crossing 


the opposite page. 
It will be observed that the Illinois Central extends 


north and south through both Paducah and Cairo. Cairo 
is upon the main line from Chicago to the south. The 
Ohio River is crossed at Cairo over a bridge owned by 
the Chicago, St. Louis & New Orleans Railroad Co., a 
corporation subsidiary to the Illinois Central. From Car- 
bondale, Ill., a point on the main line north of Cairo, a 
branch of the Illinois Central extends to Brookport, III. 
which is on the north bank of the Ohio, opposite Paducah. 
The crossing from Brookport to Paducah is effected by 
means of a car ferry operated by the [Illinois Central. 
From Paducah another branch extends to Fulton, Ky., 
on the main line south of Cairo, and this branch is part 
of the direct line from Memphis, Tenn., to Louisville, 
Ky. The Illinois Central also has a line extending from 
East Cairo through Paducah to Louisville, as is shown in 
the map above. The distance from Carbondale to Cairo is 
57 miles, and to Paducah 74 miles. The distance from 
Fulton to Cairo is 49 miles and to Paducah 45 miles. From 
Paducah to Cairo via East Cairo the distance is 34 miles. 
With the exception of that which comes from points west 
of the Mississippi via Thebes, I[l., nearly all of the lumber 
which comes to Paducah and Cairo from the south finds 
its way through Fulton. Similarly much of the produce 
and canned goods which are distributed from Cairo and 
Paducah go through Fulton. From this it is evident that 
the distances from lumber-producing points in the South 
to the consuming markets north of the river, and from 
points of origin of produce and canned goods north of 
teh river to points in Kentucky and Tennessee through 
Paducah and Cairo, are approximately the same. In haul- 
ing produce and canned goods from the north to Paducah, 
and lumber northward from Paducah, it is necessary to 
cross the Ohio River, which is not the case at Cairo. 
However, south of the river this situation is reversed. In 
hauling lumber inbound ahd produce and canned goods 
outbound it is necessary to cross the Ohio at Cairo and 


not at Paducah. 


The rates on potatoes, cabbages, onions, beans and 


canned goods from points in Western Trunk Line and 
Central Freight Association territories to Paducah, wit! 
the exception noted below and those on lumber in 
opposite direction, are 2 cents per 100 pounds hig 
than the Cairo rates. The rates on produce and canned 
goods are the same to Paducah as to Cairo from poi 
in Trunk Line territory and from the eastern half 
Ohio in Central Freight Association territory, but thé 
rates on lumber from Paducah to those points are 2 
cents higher than from Cairo. The defendants deny that 
the 2-cent differential in favor of Cairo, in rates on produce 
and canned goods inbound and on lumber outbound, is 
unreasonable, or that it gives Cairo an undue preferenct 
over Paducah. 

The testimony shows that there are jobbers and 
wholesalers of produce and canned goods located at Padu 
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cah who are in active competition with others located at 
Cairo. Potatoes, cabbages, onions, beans and canned 
goods are shipped to Cairo and Paducah from points in 
Wisconsin, Michigan, Indiana and Illinois and shipped 
out again principally to points in Kentucky and Tennessee. 
It was estimated that Paducah receives about 500 cars 
of potatoes, cabbages and onions annually from the ter- 
ritory described in the complaint. There are also several 
manufacturers of wood articles located at Paducah. Lum- 
ber is produced in great quantities in the territory south 
of the Ohio River. At nearly all of the Ohio River cross- 
ings rehandling yards are located where the lumber which 
comes from the smaller mills in the South is classified 
as to the different kinds, grades and sizes and is then 
shipped on to points in Central Freight Association, Trunk 
Line and Western Trunk Line territories. Several wit- 
nesses testified that although they live at Paducah and 
would prefer to establish yards there, they are maintain- 
ing rehandling yards at Cairo, Metropolis and Brookport, 
lll, because of the more favorable rate situation at the 
latter points. 

Considered by themselves, it might appear that the 
present Paducah rates, inbound on produce and canned 
goods and outbound on lumber, are correctly adjusted 
with respect to the Cairo rates from and to the same 
points, for, although the Paducah distances are approxi- 
mately the same as those to and from Cairo, there is 
the additional service of crossing the Ohio River at 
Paducah to be considered. We have recently had before 
us two other cases involving rates to and from Ohio River 
crossings, in which the propriety of charging an arbitrary 
for crossing the river above what would otherwise be a 
reasonable rate was considered. In Norman Lumber Co. 
vs. L. & N. R. R. Co., 29 I. C. C., 565 [The Traffic World, 
March 21, 1914, p. 565], the complaint, among other 
things, deals with the propriety of charging a bridge toll 
in the outbound rates from Louisville to points north 
of the Ohio. In that connection we held that the question 
of the absorption of bridge tolls is largely one of policy 
with the carrier, which may absorb or not so long as 
the alternative adopted does not place an undue burden 
upon a shipper or locality. We decided that in so far 
as competition with Cincinnati is concerned, the mainte- 
nance of rates on lumber from Louisville to Central Freight 
Association territory which reflect the bridge toll for 
crossing the Ohio River, and which in consequence thereof 
are 1 cent higher than the rates from Cincinnati to equi- 
distant points, does not constitute an undue discrimina- 
tion against Louisville. Paducah Board of Trade vs. I. C. 
R. R. Co., 29 I. C. C., 588 [The Traffic World, March 21, 
1914, p. 579], is a companion case to that under con- 
sideration at present, and involves lumber rates from 
the South to Paducah as compared with those to Cairo. 
On page 588 of the opinion we said: 


Cairo is on the north bank of the Ohio River, and it is 
necessary to cross the Ohio in hauling to Cairo from southern 
producing points. This is an additional service over and above 
cana rendered in hauling to Paducah, which is a southbank 

) 


Carriers should either charge a bridge toll on traffic in 
both directions at every competitive crossing or not charge it 
at any crossing. 


And on page 592: 


It is our determination that the defendants who operate 
east of the Mississippi River should maintain rates to’ Paducah 
from substantially equidistant points or groups in Mississippi 
and Louisiana east of the river no higher than 1 cent below 
o- contemporaneously maintained from the same points to 


In view of these decisions and the testimony in the 
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present cases, we do not believe that complainant’s re- 
quest for rates on produce and canned goods from the 
north to Paducah and on lumber from Paducah to the 
north no higher than the Cairo rates to and from the 
north, respectively, should be granted. 

A charge may properly be made for the additional 
service of crossing the Ohio River in hauling lumber 
from and produce to Paducah. However, this does not 
sanction the present charge as just, reasonable and non- 
discriminatory. 

In connection with complainant’s statement that the 
Paducah rates are unjust, unreasonable and discriminatory 
to the undue preference and advantage of Cairo, it is 
alleged in the petitions in these cases that Paducah is 
given no advantage in the rates to and from points south 
of the Ohio corresponding to Cairo’s advantage in rates 
to and from points north of the river. These allegations 
are substantiated by the facts as disclosed in the testi- 
mony. The rates on produce and canned goods from 
Cairo to equidistant points in Kentucky and Tennessee 
are uniformly the same as the rates from Paducah to the 
same points, although the haul from Cairo involves the 
additional service of crossing the Ohio River. Lumber- 
producing points throughout the Mississippi Valley, east 
and west of the river, are practically equidistant from 
Cairo and Paducah. Nevertheless, the rates on lumber 
from the northern half of the Mississippi Valley east of 
the river are the same to Cairo as to Paducah, and from 
the southern half are almost universally 2 cents higher to 
Paducah than to Cairo. From lumber-producing points 
west of the Mississippi the rates to Paducah exceed those 
to Cairo by still greater amounts. 


Defendants argue that the service of transporting 
produce and canned goods from points in the North to 
points in the South, and lumber in the reverse direction, 
is essentially different through Paducah than through 
Cairo. It is stated that Cairo is on the main line of the 
Illinois Central, upon which the bulk of the north-and- 
south traffic moves, while Paducah is reached from Car- 
bondale by a branch line, and from Fulton by a segment 
of the Illinois Central’s direct line from Memphis to 
Louisville, upon which the traffic is predominatingly east 
and west rather than north and south. Defendants state 
further that although the Ohio must be crossed in the 
movement of canned goods outbound from Cairo and of 
lumber inbound, the crossing at Cairo is by bridge, while 
at Paducah it is by car ferry, an essentially different 
service. The transportation across the Cairo bridge is 
one continuous movement, while at Paducah a car must 
be switched to the car ferry and later taken from the 
ferry and placed in a train. It is stated that the car-ferry 
service is so unsatisfactory to the Illinois Central that 
it prefers to use the longer route from Paducah via East 
Cairo and the Cairo bridge, and the testimony shows that 
a great deal of Paducah traffic moves in this manner, 
apparently for the carrier’s convenience. Defendants also 
submitted certain rate comparisons to show that the pres- 
ent rates to and from Paducah are reasonable. 

However, the 2-cent differential in the Paducah rates 
over the Cairo rates cannot be accounted for by the fact 
that Cairo is on the main line of the Illinois Central, while 
Paducah is not, and that the volume of traffic through 
Cairo is considerably greater than through Paducah. 
That this is not tue basis for the difference becomes 
apparent in examining the rates on produce and canned 
goods to Brookport and on lumber from Brookport. These 
rates are the same to and from points in the North as 
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the Cairo rates, although Brookport is located on the 
branch from Carbondale to Paducah. From this it ap- 
pears that the only possible justification of the 2-cent 
differential, Paducah over Cairo, must be found in the 
additional service of crossing the river at Paducah. 

Our decision in the inbound lumber case, Paducah 
Board of Trade vs. I. C. R. R. Co., supra, requires car- 
riers to establish rates on lumber from points in Missis- 
sippi Valley territory 1 cent lower to Paducah than to 
Cairo. From the testimony in the present case it would 
appear that a like differential, Paducah over Cairo, in 
their outbound rates to the north on lumber and in their 
inbound rates from the north on produce and canned 
goods would be proper. 

Defendants stated that the cost of the Cairo bridge 
and approaches was about $3,500,000. The original cost 
of the Paducah car ferry was given as $60,000, and of 
repairs and improvements from 1897 to 1910, inclusive, 
$88,155. The cost of maintaining and operating the car 
ferry during the month of August, 1913, was given as 
follows: 


Operating floating equipment............ 368 8 5.0s's's wanes yee 
PROGting SGUIEMEME TODRITGs «occ ccccccccrcccscccwrccecce BpOeeee 
ee nes a ad ea ais wi OIA 00. 06 se 4 Ge Oe a 

EE celal one Cede» ane Hila we biaie die bc hamden 5,353.90 


Attention should be called to the large sum paid for 
repairs during this month. The average monthly cost 
for repairs during the period 1897 to 1910, inclusive, was 
$565.10, and from this it would seem that the expenditure 
for repairs during August, 1913, was extraordinary. How- 
ever, the operation of the ferry appears to have been 
a profitable enterprise. The Chicago, Burlington & Quincy 
enters Paducah from the north via the Illinois Central 
car ferry. Under its contract with the Illinois Central it 
must pay a minimum monthly charge of $6,250. It ap- 
pears that during August, 1913, 1,085 loaded and 218 empty 
Chicago, Burlington & Quincy cars were transported 
across the river by the Illinois Central car ferry, as against 
314 loaded and 103 empty Illinois Central freight cars. 
It is possible that the reason for hauling freight to and 
from Paducah via Cairo is that the capacity of the car 
ferry is completely taxed in taking care of the appar- 
ently profitable Chicago, Burlington & Quincy traffic. 

In view of all the facts and circumstances as dis- 
closed by the testimony, we find that the rates on pota- 
toes, cabbages, onions, beans and canned goods from 
points in Central Freight Association and Western Trunk 
Line territories to Paducah, and the rates on lumber 
from Paducah to points in Central Freight Association, 
Trunk Line and Western Trunk Line territories are un- 
just, unreasonable and unduly discriminatory as compared 
with the Cairo rates from and to the same point. It is 
our determination that the rates on potatoes, cabbages, 
onions, beans and canned goods from Central Freight 
Association and Western Trunk Line territories to Padu- 
cah should not exceed those contemporaneously main- 
tained to Cairo by more than 1 cent per 100 pounds, and 
that the rates on Lumber from Paducah to points in Cen- 
tral Freight Association, Western Trunk Line and Trunk 
Line territories should not exceed those contempora- 
neously maintained from Cairo to the same points by 
more than 1 cent per 100 pounds. 

Carriers will be expected by May 1, 1914, to revise 
their tariffs in accordance with the views expressed in 
this report. Pending such revsion the case will be held 
open for such further proceedngs and order as the Com- 
mission may deem necessary. 


MARBLE RATES FROM VERMONT POINTS 
1. AND S. DOCKET NO. 335 (29 I. C. C., 607-608) 
E. W. Lawrence for respondent Rutland Railroad Co 


Submitted Jan. 31, 1914. Decided, March 3, 1914. 

1. Suspended tariff cancels joint rate on marble from Rutland 
R. R. stations to New York, routed White -Creek, N. )\ 
Troy, N. Y., via Boston & Maine and New York City 
Murray’s Line. The respondent Rutland R. R. Co. has 
effect a joint rate from stations on its line to New Yor! 
City via Chatham and New York Central & Hudson Rive: 
R. R. This latter route gives this respondent approximately 
fifty-nine miles additional haul with a through route 
direct as route under the canceled tariff, and rate is 
same for either route. 

2. If a railroad has traffic in its possession, it shall be allowed 
to handle it by its own line as far as it can unless the 
public interest will suffer thereby. (Waverly Oil Works \ 
r/R Ge. ot ©. C.. 621.) 

3. Respondent Rutland R. R. Co. is well within its rights 
canceling the joint rate over the route by which it receives 
the shorter haul, 


Report of the Commission. 


McCHORD, Commissioner: 

The tariff here under suspesion is designated as 
Rutland Railroad Co. supplement No. 5 to I. C. C. No 
2839, filed to become effective Nov. 7, 1913, and suspended 
until Sept. 7, 1914. It cancels joint rates on marble 
moving via Boston & Maine Railroad and Murray’s Line 
from marble shipping stations on the Rutland Railroad 
to New York City. Protests were filed by Murray’s Line 
and several marble contractors located in New York City 

It appears that under the joint rate which it is sought 
to cancel marble moves from points of origin via the 
Rutland Railroad to White Creek, N. Y., where it is de 
livered to the Boston & Maine Railroad, which carries 
the traffic for a distance of approximately 20 miles to 
Troy, N. Y., it being there turned over to Murray’s Lin: 
for delivery to New York City via the Hudson River. 

The Rutland Railroad extends to Chatham, N. Y.., 
point about 59 miles nearer New York than White Creek 
At Chatham it connects with the New York Central & 
Hudson River Railroad with a direct line to New York 
City, and this respondent publishes a joint rate via this 
route which is identical with the rate which it is sought 
to cancel. By routing shipments via Chatham and the 
New York Central the Rutland Railroad gets a longer 
haul by about 59 miles, and this fact is advanced by this 
respondent as its justification for canceling the joint raté 
made via the Boston & Maine and Murray’s Line. 

The following table shows the divisions of the through 
rate via these two routes; carload rates in cents per 100 


pounds: 
VIA CHATHAM AND NEW YORK CENTRAL.* 
2-cent 3-cent 4-cen 
termi- termi- termi 
Per cent. nal. nal nal 
sk, ee EO on dn ccete ene’ 58.1 6.97 6.39 5.8 
N.Y. C. @& H. BR. BR. BR. Co.... 41.9 5.03 4.61 4.19 
RII as x Fein ko Habs ov ndedc oS ie 2 3 { 
Total through rate ........ oes 14 14 14 


*Includes lighterage within free lighterage limits in N« 
York harbor. 


VIA MURRAY’S LINE.* 


Per cent. Pier. Light 

eee ee Ps a Saw k Cid y > os coveves ene 49.73 5.47 5.47 

ee ee es a a ssn es scat y wor § 8.37 § 1.25 § 1.2 

i 2 a ned ees dbs weew cn enced 41.90 4.28 4.28 
PE  iedcos o6 ee odhnn tu swens ve de de onwh een’ 3 3 
Total through FAte ....ccccicccsvess Sinead 14 14 


*Division to Murray’s Line on traffic originated on Delawa! 
& Hudson Co. line claimed to be 5.2 cents. 

$Boston & Maine minimum of 1% cents per 100 pounds 
Murray’s Line stands shrinkage. 


It appears that the service to the consignee is iden 
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ept as to slabs 4 inches thick, moving via New York 
Central & Hudson River route. This, however, does not 
.ppear to be a marked difference, and if it should de- 
velop that it is an unreasonable exception, it can be 
reated later upon complaint to which the terminal road, 
New York Central & Hudson River Railroad Co., is a 
party. ° 

The Commission’s power under the act to establish 
through routes and joint rates is limited to this extent, 
that it may not require a carrier, ‘without its consent, to 
embrace in such through route substantially less than 
the entire length of its railroad which lies between the 
termini of such proposed through route unless to do so 
would make such through route unreasonably long as 
compared with another practicable through route which 
could otherwise be established, and in Waverly Oil Works 
vs. P. R. R. Co., 28 I. C. C., 621, 630 [The Traffic World, 
Jan. 10, 1914, p. 57], the Commission said, “If a railroad 
has traffic in its possession, it shall be allowed to handle 
it by its own line as far as it can unless the public 
interest will suffer thereby.” 

It appears that the route via Chatham and the New 
York Central & Hudson River Railroad to New York City 
is practically the same distance as the route under the 
tariff which it is sought to cancel. It further appears 
that the route via Murray’s Line is not available during 
certain periods of the year because of the suspension of 
transportation on the Hudson River during the winter 
months, 

It does not appear that the public interest is in any 
wise jeopardized by the abandonment of the route carried 
in the tariff which it is sought to cancel and from a 
consideration of the circumstances in the record before 
us it is our conclusion that the respondent Rutland Rail- 
road Co. is well within its rights in providing a joint rate 
and a through route by which it will receive this longer 
haul. An order will be entered vacating the suspension 
herein, 





ORDER. 


It appearing, That on Nov. 6, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in the schedules con- 
tained in a tariff designated as follows: Rutland Railroad 
Co., supplement No. 5 to I. C. C. No. 2839, and subse- 
quently ordered that the operation of said schedules con- 
tained in said tariff be suspended until Sept. 7, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the order of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and it is hereby, vacated and set 
aside as of April 1, 1914. 

It is further ordered, That*a copy hereof be forthwith 
served upon the carriers respondent herein, parties to 
said schedules, and that a copy hereof be filed with said 
schedules in the office of the Commission. 


tieal under both rates, and that the rate is the same ex- 
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RECONSIGNMENT RULES 
I. & S. NO. 334 (29 I. C. C., 620-625) 


Submitted Feb. 14, 1914. Decided March 9, 1914. 

1. Proposed rule under which respondent refuses to accept recon- 
signment orders for foreign-line points on freight loaded 
in Chicago & North Western Ry. or Chicago, St. Paul, Min- 
neapolis & Omaha Ry. refrigerator cars, not found to effect 
unjust discrimination, nor to be unreasonable or otherwise 
in contravention of law. 

2. Missouri and Illinois Coal Co. ys. I. C. R. R. Co., 22 I. C. C., 
39, distinguished. 

J. E. Robinson for Albert Miller & Co. 

Christen H. Skallerup for Skallerup Brothers. 

C. C. Wright for Chicago & Northwestern Railway 
Co. 

Report of the Commission. 

CLARK, Chairman: 

In a tariff of reconsignment rules intended to have 
become effective on Nov. 7, 1913, but suspended by the 
Commission, the Chicago & Northwestern Railway Co. 
incorporated the following: 


(G) Reconsigning orders for points beyond the rails of the 
C. & N. W. Ry. or the C, St. P. M. & O. Ry. will not be ac- 
cepted on perishable or other freight when loaded in C. & N. 
W. Ry. or C. St. P. M. & O. Ry. refrigerator cars. 

Rule (F) of the same tariff provides: 


When reconsignment of the freight is to points on connect- 
ing lines to which no joint through rates apply, these rules 
shall not be construed to give a shipper the right of requiring 
the cars of these companies to go beyond their own rails, 

This rule was not questioned by the protestants, but 
is referred to merely as explanatiory of the general 
policy of respondent. ’ 

While the rule under investigation applies to all 
perishable and other traffic, potatoes furnish the most 
important tonnage for the refrigerator equipment of the 
Northwestern lines. Potato shippers alone entered pro- 
tests, and the testimony introduced was directed pri- 
marily to the effect of such a rule upon the potato 
trade. 

The Northwestern system owns approximately 2,500 
refrigerator cars, of which about 1,000 are devoted to 
the local merchandise, or less-than-carload, traffic, leaving 
about 1,500 for carload traffic consisting of vegetables, 
including potatoes, canned goods, ete. This system 
handles from 8,000 to 10,000 cars of potatoes per season 
from Wisconsin, and is at present the principal potato 
carrier to Chicago. It was estimated that from 50 to 
60 per cent of the cars upon arrival at Chicago are 
reconsigned to widely distributed territories thoughout 
the United States, and a witness for one of the protest- 
ants shows that of a total of 4,950 cars shipped over 
the Chicago & Northwestern Railway to Chicago between 
Aug. 1, 1912, and July 31, 1913, all but 205 cars were 
reconsigned or diverted at Chicago to other destinations. 
The past five years have witnessed a very material 
growth in the potato business on the Northwestern sys- 
tem, the bulk of the movement being during the three 
months beginning November 15 of each year. On ac- 
count of this limited period, respondent is compelled to 
practice the strictest economy to conserve the car supply 
and meet the demands of its shippers. In Protection of 
Potato Shipments in Winter, 26 I. C. C., 681 [The Trat 
fic World, June 14, 1913, p. 1247], we said, at page 684: 


The potato crop of Wisconsin and Minnesota has become a 
large one, and much of it moves to the markets during the 
winter. The traffic, besides being very substantial, is now a 
permanent one; it moves regularly year after year and in grow- 
ing volume. Elsewhere in the country, where the potato move- 
ment is large, special heater cars are made available to ship- 
pers, and box cars also are lined and equipped by the carrier 
at the beginning of the winter and kept in — until the 
spring. Boston Potato Receivers’ Assn. vs. B. & A. Ry. Co., 
25 I. C. C., 159 [Traffic World, Nov. 30, 1912, p. S617. Experi- 
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ence has demonstrated that potatoes may safely be carried, 
even in very harsh weather, in ordinary box cars so prepared 
and equipped with stoves and accompanied by attendants. 
Under these circumstances we are inclined to think that the 
traffic here is large enough not only to warrant the carriers in 
preparing for it in some such manner, but large enough and 
permanent enough to require them under the law to offer such 
a service to the shippers. 

The testimony in the instant case is that 12 or 15 
years ago practically all potatoes in this territory were 
transported in lined box cars; that there is still a heavy 
movement in such cars, with no restrictions as to move- 
ment off the line of respondent; but that there is an 
increasingly heavy demand for refrigerators. Respond- 
ent’s supply of system refrigerators more than equals 
the demand for local needs, but is not adequate to meet 
this demand and at the same time to care for the heavy 
shipments for foreign-line points during the compara- 
tively brief potato season. Consequently private-line 
ears and foreign-line refrigerators must be secured, and 
requisitions upon connections for empties must ordinarily 
be accompanied with promise of corresponding return 
loads. 

The proposed rule is not intended to deny to ship- 
pers the necessary equipment for traffic tendered for 
through transportation to through-rate points, nor to 
in any sense nullify the offer of reconsignment at Chi- 
cago of shipments originally consigned and billed to that 
point. The rule, it is stated, is desighed to conserve 
the supply of system cars for the general movement of 
the business of the Northwestern system and to insure 
notice at the time care are ordered if they are desired 
for off-the-line points. If called upon for cars for direct 
through shipments from points of origin on its rails to 
foreign-line destinations or for cars for movement to 
Chicago and reconsignment thence, respondent can and 
does supply private-line refrigerators which may properly 
be sent to any destination, foreign cars received in the 
ordinary course of business, or foreign cars secured 
empty from connections for designated loading. During 
the winter season car shortages are common, and such 
shortages are attributed to the facts that in the winter 
months loaded cars move with less dispatch and empties 
are returned with less promptness, and that cars which 
are delivered in such large numbers to connections 
frequently are not returned during the entire shipping 
sason, compelling respondent to have recourse to pri- 
vately owned or foreign-line cars in order to meet its 
shippers’ demands. Under existing conditions the direc- 
tion or destination of the loads not being known, oppor- 
tunities for prevailing on connections to supply cars are 
materially less. 

During the shipping season respondent frequently 
holds in Chicago and outlying yards for delivery, for in- 
spection and for reconsignment from 300 to 400 cars of 
potatoes, and these, when detained at such outer yards 
as Mayfair and Proviso because of the cramped condition 
of the team and delivery tracks within Chicago, are not 
subject to demurrage or other detention charges. 

Protestants contend that the proposed rule is con- 
trary to the provisions of the act and conceive it to be 
an effort on the part of the carrier to restrict them in 
marketing their goods by forcing them to place orders 
for cars for specific routes or destinations. They aver 
that they can seldom know at the time shipments are 
started where they will finally go, or to whom they will 
be sold; hence it is impracticable to give advance notice 
either of ultimate destination or routing, or that the 
transportation is, or is not, to end at Chicago. Their 
principal objection, however, is that the rule will make 
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necessary frequent transfers of loads at Chicago at an 
estimated cost of $12 to $15 per car, with undesirable 
delays on account of switching, awaiting cars for reload- 
ing, etc., and added risk of damage to and deterioration 
of the potatoes. On this point one witness shipping in 
the neighborhood of 1,000 cars per annum over the 
Northwestern anticipated considerable advantage to him- 
self, on the theory that small shippers at remote points 
would sell to him at sacrifice prices rather than under- 
take the transfers, or because of such transfers would 
be so handicapped as to be compelled to retire from 
business. This witness stated that the reconsignment 
practice is largely the outgrowth of commercial condi- 
tions not created by the carrier. That this is true must 
be recognized, and, as was said in Dietz Lumber Co. 
7A TA tut. ee. Oo BL C. ©. 8: 


The reconsignment privilege, whereby protection of the joint 
through rate is secured, is not one to be demanded by the public 
as a matter of right; but it is a concession voluntarily extended 
by the carriers [Traffic World, Dec. 23, 1911, p. 1078). 

The Commission has not ordered the granting of 
such privilege except to remove unjust discrimination, 
nor have we required the broadening of the limits of 
rules of this nature already established by the carriers 
unless upon investigation such rules were found to be 


unreasonable or discriminatory. 

Respondent here offers the privilege of reconsign- 
ment on basis of the through rate from point of origin 
to final destination; it expressly provides that such offer 
is not to be construed to give the shipper the right of 
requiring its cars to go beyond its own rails, where the 
reconsignment is to a point on a connecting line to 
which no joint through rate applies; and as to points 
to which through routes and joint rates are in effect it 
proposes to afford all necessary transportation required 
by law, but demands the shipper’s co-operation in order 
that it may supply such cars as may be properly and 
economically devoted to the through movement. Is the 
requirement thus imposed unreasonable or otherwise 
unlawful? 

The carrier has met its obligation under the law 
when it has equipped itself with sufficient cars to meet 
the requirements of its shippers and has established with 
its connections equitable car-interchange arrangements. 
If shippers elect to so conduct their business as to 
defeat the successful and economical allotment and intér- 
change of equipment, it is not unreasonable for the 
carrier to restrict the reconsignment privilege in order 
to protest its interests. 

Protestants refer to Missouri & Illinois Coal Co. vs. 
I. Cc. R. R. Co., 22-1. C. C., 39 [The Traffic World, Dec. 
16, 1911, p. 1016], and rest in part upon the principles 
there announced. The complainant in that case, an 
operator of coal mines at Wilderman and St. Clair, Ill., 
stations on the Illinois Central Railroad, attacked as 
improperly limiting its market as a producer and miner 
of coal, a rule established by the defendant prohibiting 
the sending of its coal cars loaded with coal to the lines 
of certain designated carriers; and an order was sought 
requiring the defendant to furnish cars and facilities for 
transportation of coal to all points to which there were 
through routes and joint rates. The rule in question 
was established by the Illinois Central because of the 
confiscation of its cars by other railroads and in order 
that it might retain on its line sufficient equipment to 
serve the communities dependent upon it for fuel. We 
condemned as alike unlawful the temporary’ confiscation 
by carriers of the cars of other railroads and the placing 
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of embargoes against cars being sent off the lines of 
the owners; we held that carriers must keep their 
through routes open and in operation and furnish the 
necessary facilities for transportation, and that the estab- 
lished through routes must be served without respect 
to the fact that in rendering the service the carrier’s 
cars may be carried beyond their own lines. Among 
other things it was said: 


The duty of the initial carrier to furnish equipment for a ship- 
ment which moves on to other lines is universally recognized, 
ind in cases where that is impracticable or deemed unwise the 
carriers assume to bear the burden of the transfer from the 
equipment of one line to that of the other. 

i 


and— 

The Illinois Central sought to protect “its own people,’’ but in 
contemplation of the law there is no such thing as local traffic 
which enjoys rights superior to through traffic. 


It will be noted that this case dealt more especially 
with the obligation of the carrier to supply the lawful 
facilities and transportation in connection with estab- 
lished through routes and joint rates and that it is thus 
differentiated from the instant case. The respondent here 
does not seek to evade its obligation to furnish the 
through transportation made mandatory under the statute. 
It provides, without reservation, cars needed for convey- 
ance of freight to Chicago and proposes to comply in 
full with demands made at the shipping point for cars 
for transportation to through-route and _ through-rate 
points, but takes the position that when freight is ten- 
dered which is going beyond its rails, this -fact should 
be stated at the time, in order that it may furnish such 
cars aS may suitably be applied to through transporta- 
tion. A carrier’s cars constitute one of its strongest 
assets, and respondent resists encroachment upon its 
right to regulate its car supply by shippers to whom re- 
consignment privileges are voluntarily extended. 

Car shortages under prevailing commercial and 
transportation practices seem inevitable, and the common 
experience is that when one line is short all lines in the 
same territory are similarly affected. However, shortages 
of equipment due to the tender of a large volume of a 
particular traffic within a limited period may, to some 
extent, be prevented if carriers are afforded full knowl- 
edge of shipper’s requirements. There is no right in- 
herent with the shipper to demand that any transfer 
resulting from the reconsignment at the request of fre?zht 
originally consigned and billed to a given destination 
Shall be performed by the carrier, either at its own 
expense or otherwise; nor is there any provision of 
law under which a carrier may be compelled to possess 
itself of special equipment in such amount that a con- 
siderable portion of it would remain idle for six months 
in the year. 

On this record there is no evidence that the pro- 
posed rule will effect unjust discrimination. The respond- 
ent has sustained the burden of proof of its substantial 
reasonableness, and we do not find that it otherwise 
contravenes the law. 

It is stated of record that it is the intention of re 
spondent not to apply the rule in controversy to ship- 
ments originating beyond its rails, such as apples and 
deciduous fruits from the Pacific coast, although such 
Shipments may be loaded in Chicago & Northwestern 
Railway and Chicago, St. Paul, Minneapolis & Omaha 
Railway refrigerator cars. Manifestly such interpreta- 
tion or application of the proposed rule would be unrea- 
sonable. It is our view that the rule should be revised 
to clearly state its limited application to shipments orig- 
inating at points on respondent’s lines. Permission is 
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hereby granted to file such a revised rule upon not less 
than three days’ notice, and the following form is sug- 
gested: 


Reconsigning orders for points beyond the rails of the 
Cc. & N. W. Ry. or the C. St. P. M. & O. Ry. will not be ac- 
cepted on perishable or other freight originating at points on 
the lines of said carriers when loaded in C. & N. W. Ry. or 
Cc. St. P. M. & O. Ry. refrigerator cars. 


When such action has been taken the suspension 
will be vacated. 


INCREASES NOT JUSTIFIED 


1. AND S. NO. 279 (29 I. C. C. 626-628) 

RATES ON POTASH AND OTHER COMMODITIES 
FROM NORTH ATLANTIC SEABOARD POINTS TO 
CINCINNATI, OHIO, AND OTHER POINTS. 


Submitted Jan. 9, 1914. Decided March 2, 1914. 


Imported salts, formerly moved from north Atlantic ports to 
destinations in Central Freight Association territory upon 
special import rates, with the rate to Chicago observed as 
the minimum as far east as Cincinnati. February 1, 1913, 
the import rates were canceled and superseded by domestic 
rates, regularly scaled upon the established percentage 
basis, July 1, 1913, tariffs were filed proposing to increase 
certain of these domestic rates by the use of the rate to 
Chicago as the minimum as far east as Cincinnati. Held: 
That the proposed increased rates have not been justified. 


J. K. Corbett for German Kali Works, incorporated. 

Charles S. Bash for Bash Fertilizer & Chemical 
Company. 4 

H. W. B. Glover fo 
Company. 

G. M. Freer for Jarecki Chemical Company and 
Cincinnati Chamber of Commerce. 

J. W. White and W. D. Huntington for International 
Agricultural Corporation. 

Frederick L. Ballard and Henry Wolf Bikle for 
Pennsylvania Railroad Company; Philadelphia, Baltimore 
& Washington Railroad Company; and West Jersey & 
Seashore Railroad Company. 

William C. Coleman for Baltimore & Ohio Railroad 
Company. 

R. L. Russell for Philadelphia & Reading Railway 
Company. 


Virginia-Carolina Chemical 


Report of the Commission. 


By the Commission: 

By tariffs under suspension in this proceeding the 
carriers propose certain increases in ‘the carload rates 
from north Atlantic ports to points in central freight 
association territory, on imported salts of various kinds 
known to the trade as kainit, hartsalz, sylvanit, manure 
salts, double-manure salts, muriate of pofash, and sul- 
phate of potash and chiefly used in the manufacture of 
fertilizers. Protests were filed by various manufactur- 
ers of fertilizers. 

For many years kainit, muriate of potash, and sul- 
phate of potash moved from north Atlantic ports under 
import rates, and for about two years prior to February 
1, 1913, like rates were applied on all the articles named 
During the latter period the rate from New York, 
N. Y., to Chicago, Ill., was 19 cents per 100 pounds on 
all the articles except muriate of potash and sulphate 
of potash, each of which moved under a rate of 21 
cents. 

As to kainit nd the two articles of potash, the 
import rates were several times increased during the 
period from 1907 to 1911, inclusive. Prior to. 1907 the 
the rate from New York to Chicago on kainit ap- 
pears to have been 15 cents, and on the potashes 15 
to 16 cents, and from Baltimore to Chicago, on kainit, 
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10 to 12 cents per 100 pounds, and on the potashes 10 
to 13 cents per 100 pounds. The other articles, for 
the greater part of the period mentioned, were subject 
to class rates, and, apparently for that reason, their 
movement was comparatively light. Substantially the 
entire movement has been via Baltimore, Md., from 
which point to Chicago the rate was on the basis of the 
usual differential of 3 cents under the rate from New 
York. As to these import rates the carriers observed 
the rate to Chicago as the minimum to all points as far 
east as Cincinnati, Ohio and thereby disregarded the 
percentage basis which generally governed domestic 
rates in this territory. On February 1, 1913, the import 
rates were abolished, which left in effect only the 
domestic rates. 


From New York and Baltimore to Chicago the do- 
mestic rates are 22 cents and 19 cents, respectively, on 
each of the articles mentioned, and these rates are 
regularly scaled down, on the percentage basis, to destt- 
Nations east of Chicago. Under this basis the rate to 
Cincinnati is 3 cents below the rate to Chicago; the 
rates to Indianapolis and Fort Wayne, Ind., 2 cents 
below Chicago; and the rate to South Bend, Ind., 1 
cent below Chicago, while the rate to Louisville, Ky., 
is the same as the Chicago rate. By the tariffs under 
suspension, which were filed to become effective July 1, 
1913, the carriers propose to establish rates to points as 
far east as Cincinnati which shall be the same as the 
domestic rates to Chicago, the effect of which would 
be to increase the rates to Cincinnati and points simi- 
larly situated and to deprive such points of rates based 
on the percentage principle. 


The carriers have undertaken to justify the pro- 
posed increased rates largely upon the ground that the 
effect would be to place the points of destination in the 
same relation to each other that obtained under the 
import rates formerly in effect, and thereby to meet 
objections urged by certain Chicago shippers to the 
adjustment of February 1, 1913. It was testified on 
behalf of the carriers that during the years when the 
import rates were in effect, and when Cincinnati, In- 
dianapolis, Fort Wayne, South Bend, Louisville, and Chi- 
cago all had the same rates on the articles in ques- 
tion, the movement of the traffic increased regularly; 
and it is contended that under the proposed adjustment 
all the points would be on a relatively fair basis in the 
manufacture and sale of fertilizers in competition with 
one another. Further contention is that the import 
rates were special rates, and as such should not be 
accepted as the measure of just and reasonable rates; 
it is suggested that the proposed increases are necessary 
to re-establish and preserve the relation which formerly 
existed between rates from Atlantic ports and rates 
from gulf ports to these same destinations. 

While it may be conceded that under the rate situa- 
tion as it existed prior to February 1, 1913, manufac- 
turers of fertilizers at the destination points referred to 
were able to compete upon a fair basis, it can not 
reasonably be questioned that something more than this 
is necessary to justify a further increase in rates which 
have been already very materially increased in recent 
years. 

The present rates have been in existence for a long 
time as domestic rates, but necessarily with no substan- 
tial movement of the traffic in question under them. 
They are regularly scaled on the percentage principle 
which has been long in effect between the east and 
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central freight association territory, and has been uni. 
formly approved by this Commission. Traugott Schmidt 
& Sons vs. M. C. R. R. Co, 23 I. C. C., 684, 686-687, 
(The Traffic World, June 8, 1912, p. 1161). It is true 
as pointed out upon brief on behalf of the carriers, that 
the Commission has intimated disapproval of specia| 
import rates below the domestic rates basis contem. 
poraneously in effect, but this necessarily carries with 
it a suggestion of approval of the domestic rate princi 
ple as the one which should apply to all. It carries 
no suggestion that when a domestic rate ceases to be a 
paper rate merely, and becomes in fact a carrying rate 
it should not be scaled in the same manner as other 
domestic rates to the same destination points. 

It is to be remembered that in this proceeding the 
burden of proof rests upon the carriers to show that 
the proposed increased rates are just and reasonable. 
Upon the facts of record we are not convinced that 
the carriers have successfully met the obligation thus 
placed upon them. 

The protestants have made certain comparisons of 
the suspended rates with rates on nitrate of soda, and 
these comparisons are attacked by the carriers as having 
little or no value. No discussion of the pertinency or 
value of such comparisons is necessary, however, in view 
of our finding that the carriers have failed, on the 
evidence presented by them, to justify the increased 
rates. It should also be noted that increased rates from 
north Atlantic ports may not be justified upon a mere 
showing that they are ‘in line” with rates from the 
gulf ports. 

An order will be entered requiring the carriers to 
maintain the present rates as maximum for the statv- 
tory period. 





ORDER. 


It appearing, That on June 27, 1913, the Commission 
entered upon an investigation concerning the propriety 
of certain proposed increases and the lawfulness of the 
rates, charges, regulations and practices affecting the 
transportation of kainit, hartsalz, muriate of potash, sul 
phate of potash, manure salts, double manure salts and 
sylvanit from north Atlantic seaboard points to Cincin 
nati, O., and other points east of Chicago, IIl., whic! 
proposed rates, charges, regulations and practices ar‘ 
stated in schedules contained in tariffs designated as 
follows: The Baltimore & Ohio Railroad Co. supplement 
No, 5 to I. C. C. No. 11364, supplement No. 6 to I. C. C 
No. 11364; the Central Railroad Co. of New Jersey sup 
plement No. 1 to I. C. C. S. No. 5027; the Delaware & 
Hudson Co. I. C. C. No. 11327; the Delaware, Lacka 
wanna & Western Railroad Co. supplement No. 6 to D 
L. & W. R. R. I. C. C. No 9110; Erie Railroad Co sup 
plement No. 9 to I. C. C. No. 10140, supplement No. 3 t 
I. C. C. No. 10326; Lehigh Valley Railroad Co. suppl 
ment No. 14 to tariff I. C. C. No. B-8700, supplement No 
15 to tariff I. C. C. No. B-8700, supplement No. 5 t 
tariff I. C. C. No. B-9106; New York Central & Hudso! 
River Railroad Co. supplement No. 17 to E C. C. No 
B-16426, supplement No. 4 to I. C. C. No. B-18428 New 
York, Ontario & Western Railway Co. supplement No. ° 
to I. C. C. No. 5208; Pennsylvania Railroad Co., North 
ern Central Railway Co., Philadelphia, Baltimore & 
Washington Railroad Co., West Jersey & Seashore Rail 
road Co. supplement No. 12 to G. O.I. C. C. No. 4000 
supplement No. 12 to G. O.-I. C. C. No 4001, supplement 
No. 7 to Penna. R. R. G. O.-I. C. C. No. 4161, supplement 
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No. 6 to G. OI. C. C. No. 4200, G. O-I. C. C. No. 4357; 
Philadelphia & Reading Railway Co., Atlantic City Rail- 
road, the Gettysburg & Harrisburg Railway, Williams 
Valley Railroad supplement No 9 to P. & R. Ry. Order 
I. Cc. C.J-No. 3608; Philadelphia & Reading Railway Co. 
supplement No. 6 to P. & R. Ry. Order I. C. C.-J-No. 
3667, and subsequently ordered that the operation of 
said schedule be suspended until April 29, 1914; 

It further appearing, That a full investigation of 
the matters and things involved has been had, and that 
the Commission on the date hereof has made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the carriers respondents herein 
and designated in said tariffs be, and they are hereby, 
notified and required to cancel, on or before April 28, 
1914, the rates, charges, regulations and practices stated 
in the schedules contained in said tariffs in so far as 
they affect the transportation of kainit, hartsalz, muriate 
of potash, sulphate of potash, manure salts, double manure 
salts and sylvanit from New York, Baltimore and other 
north Atlantic seaboard points to Cincinnati, O., and 
other points east of Chicago, IIl. 

It is further ordered, that said respondents be, and 
they are hereby, notified and required, for a period of 
not less than two years from and after April 28, 1914, 
to maintain and apply to the transportation of kainit, 
hartsalz, muriate of potash, sulphate.of potash, manure 
salts, double manure salts and sylvanit in carloads from 
New York, Baltimore and other north Atlantic seaboard 
points, named in the aforesaid schedules and tariffs, to 
Chicago, Ill.; Cincinnati, O.; Indianapolis, Ind.; Fort 
Wayne, Ind.; South Bend, Ind., and other destination 
points named in said schedules and tariffs, rates not in 
excess of the rates in effect and applied by said carriers 
to the transportation of said articles, in carloads, from 
and to said points on June 30, 1913. 


FORT SCOTT RATES UPHELD 
CASE NO. 4359 ( 29 I. C. C., 629-632) 
FORT SCOTT INDUSTRIAL ASSOCIATION VS. ST. 
LOUIS & SAN FRANCISCO RAILROAD CO. 
FOURTH SECTION APPLICATION NO. 1898. 
Submitted March 18, 1913. Decided March 2, 1914. 


Class and commodity rates maintained by defendant from St. 
louis, Mo., and East St. Louis, Ill., to Fort Scott, Kan., not 
found to be unreasonable or unduly prejudicial as compared 

; with similar rates to Kansas City, Mo. 

“. A part of Fourth Section Application No. 1898 for permission 
to continue lower rates from St. Louis, Mo., and East St. 
Louis, Ill., to Kansas City, Mo., than to Fort Scott, Kan., 
granted. 

John H. Crain and J. C. Forester for complainant. 
Fred H. Wood for defendant. 
John Marshall and E. E. Smythe for the Public Utili- 


ties Commission of Kansas. 


Report of the Commission. 
BY THE COMMISSION: 

Complainant is a voluntary association of the business 
men of Fort Scott, Kan. It alleges in its complaint that 
Fort Scott is on the line of defendant between St. Louis, 
Mo., and East St. Louis, Ill., and Kansas City, Mo., at a 
point approximately 100 miles nearer St. Louis and East 
St. Louis via that route than is Kansas City, but that 
notwithstanding this fact defendant maintains higher class 
and commodity rates from St. Louis and East St. Louis 
to Fort Scott than to Kansas City; and that such rates 


to Fort Scott are unreasonable, unduly prejudicial, and 
in violation of the long-and-short-haul clause of the fourth 
section of the act. Complainant seeks an order requiring 
defendant to establish rates from St. Louis and East St. 
Louis to Fort Scott which shall in no instance exceed 
the rates maintained by it from those cities to Kansas 
City and to award reparation to certain of complainant’s 
members. 

That part of Fourth Section Application No. 1898, filed 
on behalf of defendant, which seeks authority to main- 
tain higher class and commodity rates from St. Louis and 
East St. Louis to Fort Scott than to Kansas City, has 
been heard and will be disposed of in connection with 
this case. 

Fort Scott is in Kansas, near the Kansas-Missouri 
line, and is reached from St. Louis by three railroads— 
the Missouri, Kansas & Texas; Missouri Pacific, and St. 
Louis & San Francisco. These roads also reach Kansas 
City, but the St. Louis & San Francisco is the only one 
via which Fort Scott is intermediate to Kansas City. 
The distance from St. Louis to Fort Scott via defendant’s 
line is 342 miles; from Fort Scott to Kansas City, 99 
miles, and from St. Louis to Kansas City through Fort 
Scott, 441 miles. The rates of all three lines from St. 
Louis to Fort Scott are the same. 

Although the complaint covers all rates between the 
points mentioned, complainant confined the evidence al- 
most wholly to the class rates. Those rates, from St. 
Louis to Fort Scott and Kansas City, are as follows in 
cents per 100 pounds: 


St. Louis to— Miles. 1 2 3 4 5 A B i es E 
Fort Scott ...... 342 74 61 45 32 27 30.5 25 20 15 13 
Kansas City ..... 441 60 45 35 27 22 24.5 195 17 13.5 11 


Witnesses for complainant testified that they compete 
with dealers in Kansas City in the sale of their goods in 
the state of Kansas and elsewhere, and that the higher 
rates they must pay on their inbound shipments of raw 
materials from St. Louis, in connection with the outbound 
rates from Fort Scott, place them at a serious disadvan- 
tage as compared with dealers at Kansas City, who can 
avail themselves of the combinations of rates through 
Kansas City to the same destinations. Tabular statements 
were submitted to show how the members of complainant 
association, as manufacturers, are handicapped in various 
cities of Kansas by reason of the rate advantages enjoyed 
by Kansas City. 

It is shown of record that the scale of class rates 
from St. Louis to Kansas City was made to equal the 
scale of rates from Hannibal, Mo., to Kansas City, a 
distance of 198 miles. The St. Louis-Kansas City lines 
being desirous of handling traffic originating in the east, 
destined to Kansas City, and also wishing to place St. 
Louis on as advantageous a footing as shippers at other 
Mississippi River crossings, felt compelled to meet the 
rates from Hannibal. Subsequently the Missouri Railroad 
Commission prescribed for a distance of 200 miles sub- 
stantially the scale of class rates that had been in effect 
from Hannibal to Kansas City. Changes have since been 
made by the carriers, and rates from St. Louis to Kansas 
City in several instances are now less than the state 
commission’s scale for 200 miles. The state commission’s 
scale for 277 miles, the short-line distance from St. Louis 
to Kansas City, which would have applied had it not been 
for the influence of the rates from Hannibal, is as fol- 
lows, in cents per 10 pounds: 


Oe: we ee ee S D E 
RAO ods dew ci vein ces’ 71 61 50 44 36 40 33 25.5 19.5 14.5 


The class rates are graded upward from St. Louis 
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westward via the line of defendant in accordance with 
the distance scale of the Missouri Railroad Commission, 
until Lamar, Mo., is reached. North of that point the 
combinations through Kansas City would be less than 
if the scale were continued on the basis of the distance 
from St. Louis; consequently the rates diminish as Kan- 
sas City is approached. The following table fairly dis- 
closes the rate situation: 





St. Louis to Miles. 1 2 3 5 A B ¢ BB E 
Sprinefield, Mo... 239 62 52 40 25 28 23.5 17 15 13 
Lamar, Mo....... 302 74 64 45 zt 6 6OS3 25 20 15 13 
Arcadia, Kan. .. 324 74 64 465 27 33 25 20 15 13 
Fort Scott, Kan.. 342 74 61 45 297 30.5 25 20 15 13 
Hammond, Kan.. 349 73 61 45 27 30.5 25 20 «15 13 
Olathe, Kan...... 420 62 52 38 25 28 23.5 18 15 13 
Kansas City, Mo.. 441 60 45 35 33° 24.5 196 17 365 1) 


The table shows that Lamar, Mo., 40 miles nearer 
St. Louis than is Fort Scott, pays higher rates on classes 
2 and A than does Fort Scott; that Arcadia, Kan., 18 
miles nearer, pays higher rates on classes 2, 4 and A 
than Fort Scott. Olathe, Paola and Pleasanton, Kan., 
points between Fort Scott and Kansas City, are reached 
from St. Louis by other lines that are more direct than 
defendant's, and their rates are influenced, if not wholly 
controlled, by these lines. Nevada, Mo., 21 miles to the 
east of Fort Scott on the Missouri, Kansas & Texas, 
has the same class rates from St. Louis as Fort Scott, 
except that the first class rate is 71 cents, the rates to 
Nevada being controlled by the Missouri Railroad Com- 
mission scale. The rates from Kansas City to Fort Scott 
and to a number of other points in Kansas were adjusted 
on the basis of percentages of the combinations on Kan- 
sas City by an arbitration in 1886. Under the arbitration 
the rates to Fort Scott were fixed at 80 per cent. Changes 
have occurred since that time by which the Fort Scott 
percentage of the Kansas City combinations has been 
reduced. 

Complainant alleges that the rates to Fort Scott are 
unreasonable, and introduced some evidence at the hear- 
ing on that subject; but in the main its evidence was 
directed to the comparisons above mentioned for the pur- 
pose of proving that the rates are unduly prejudicial and 
not in conformity to the long-and-short-haul clause of the 
fourth section of the act. Although Fort Scott is served 
by three railroads, complaint was made against the only 
line on which that city is intermediate to Kansas City 
from St. Louis. If it was the intention of complainant to 
seriously attack the reasonableness of the rates per se, 
it would appear that all three St. Louis-Fort Scott lines 
should have been made parties defendant. 

In State of Kansas vs. A., T. & S. F. Ry. Co., 27 
I. C. C., 673 [The Traffic World, July 26, 1913, p. 209], the 
rates from St. Louis and other Mississippi River crossings 
to Kansas destinations, including Fort Scott, were in issue. 
We found the rates to many points were unreasonable and 
directed their reduction. In connection with this read- 
justment it was not found necessary to change the rates 
to Fort Scott to bring them into harmony with rates to 
more distant Kansas points. 


One of defendant’s officials testified that, on account 
of its long line to Kansas City, defendant cannot furnish 
as prompt service as the more direct lines; that its traffic 
from St. Louis to Kansas City is relatively small; but 
that the company’s management believes that its readiness 
to accept Kansas City business gives its strength in 
soliciting shipments for other destinations. This witness 
also testified that although its earnings under the Kansas 
City rates are relatively low per ton-mile, they are suffi- 
cient to cover the cost of service and produce a small 
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profit, and therefore do not create a charge on other 
traffic, and that, since the short lines between St. Louis 
and Kansas City control the rates, the withdrawal of his 
company from participation in the traffic would be of no 
advantage to shippers at Fort Scott. 

Complainant cited certain commodity rates from Sst. 
Louis to Fort Scott which are as low as commodity rates 
on the same articles to Kansas City, and contended that 
if the defendant is justified in granting as low rates to 
Fort Scott on those commodities as to Kansas City, it 
would be justified in granting equally low rates to Fort 
Scott on all other traffic. One of these articles on which 
an equality of rates is maintained is sugar, and it was 
explained by defendant that the parity of rates is du 
to the fact that sugar originates largely in New Orleans 
and Fort Scott is nearer to New Orleans than Kansas 
City via the direct lines. The same explanation was given 
with reference to coffee, which moves in large volume 
through the port of New Orleans. 

It appears from the record that defendant, in pub 
lishing rates to Kansas City that are lower than the rates 
to Fort Scott, is meeting at Kansas City the rates of | 
shorter and more direct lines, over which it has no con 
trol. The Fort Scott rates have not been shown to 
unreasonable, and no undue prejudice against Fort Scott, 
within the meaning of the statute, results from this ad- 
justment. In our opinion the application of rates from 
St. Louis to Fort Scott that exceed the rates to Kansas 
City by the present difference is justified under the cir 
cumstances disclosed by the record, and should be allowed 
to continue. The fourth section application of the de 
fendant will be granted, and the complaint will be dis 
missed. 


ORDERS. 
No. 4359. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, on 
the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said re 
port is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


Fourth Section Order No. 3744 
IN THE MATTER OF THAT PORTION OF FOURTH 
SECTION APPLICATION NO. 1898 OF W. H. HOS 
MER, AGENT, FOR AND ON BEHALF OF ST 


LOUIS & SAN FRANCISCO RAILROAD CO., AND 


JAMES W. LUSK, W. C. NIXON AND W. B. BIDDLE 


RECEIVERS THEREOF, FOR RELIEF FROM THE 


PROVISIONS OF THE FOURTH SECTION OF TH! 


ACT TO REGULATE COMMERCE, AS AMENDE!) 


JUNE 18, 1910, RESPECTING RATES FOR THE 
TRANSPORTATION OF FREIGHT TRAFFIC AS 
HEREINAFTER DESCRIBED. 


Rates on Classes and Commodities. 


This application, No. 1898, asks among other thing 
for authority to continue class and commodity rates fo! 
the transportation of freight, as published in tariff o 
W. H. Hosmer, agent, I. C. C. No. A-364, from St. Louis 
Mo., and East St. Louis, Ill., to Kansas -City, Mo., via 
the line of St. Louis & San Francisco Railroad Co., tha 
are lower than rates concurrently in effect on like traffi: 
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to intermediate points, Fort Scott, Kan., to, but not in- 
cluding, Kansas City, Mo. A hearing having been held 
upon this application, in so far as it relates to rates on 
freight traffic as hereinbefore described, and full inves- 
tigation of the matters and things involved therein having 
been had, and the Commission having, on the date hereof, 
made and filed a report containing its findings of fact 
and conclusions thereon, which said report is hereby re- 
ferred to and made a part hereof: 

It is ordered, That the St. Louis & San Francisco 
Railroad Co. be, and it is hereby, authorized to continue 
and to establish class and commodity rates from St. Louis, 
Mo., and East St. Louis, Ill, to Kansas City, Mo., the 
same as the rates concurrently in effect on like traffic 
from the same points of origin to the same destination 
via the short line between said points; and to maintain 
higher rates from the said points of origin to intermediate 
points on the line of St. Louis & San Francisco Railroad 
Co., Fort Seott, Kan., to but not including Kansas City, 
Mo. 

The Commission does not hereby approve any rates 
that may be continued or established under this authority, 
all such rates being subject to complaint, investigation 
and correction, if in conflict with any provisions of the act. 


RATES ON FLAXSEED 


|. AND S. DOCKET NO. 278 (29 I. C. C., 633-639) 


Submitted Nov. 12, 1913. Decided March 9, 1914. 


Rates on flaxseed at present in effect Minneapolis to Fredonia, 
Kan., and other points, are lower than rates on wheat to 
the same destinations. In tariffs under suspension re- 
spondents propose increases in excess of the wheat rates. 
The rates on flaxseed Minneapolis to Chicago and St. Louis 
are no higher than those on wheat; Held, That— 

The rates on flaxseed from Minneapolis and all other points 
to the various consuming markets should bear a consistent 
relationship to one another and to the rates on wheat and 
other grain. The Commission cannot allow the rates which 
respondents have proposed to become effective unless those 
to competitive markets are also increased to a level cor- 
respondingly higher than the wheat rates to those markets. 
‘arriers will be permitted to increase the rate Minneapolis 
proper to Fredonia from 15 to 20% cents per 100 pounds, 
and to establish rates to all other destinations involved no 
higher than the present wheat rates. 

No good reason has been advanced for maintaining different 

rates from Minneapolis on flaxseed coming from points be- 
yond than from Minneapolis proper. 


Hadley, Cooper, Neil & Wilson for Hess & Small. 

W. F. Dickinson for Chicago, Rock Island & Pacific 
Railway Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

George A. Kelley for Chicago & Great Western Rail- 
road Co. 


Report of the Commission. 


MEYER, Commissioner: 

This investigation concerns the propriety of proposed 
increased local and proportional rates on flaxseed in car- 
loads from Minneapolis, Minn., and other points to Kansas 
City, Mo., Fredonia, Kan., and surrounding territory. By 
an order of the Commission under date of June 27, 1913, 
the tariff schedules which contain the increases were 
suspended until Oct. 29, 1913, and by subsequent orders 
of July 23 and Sept. 23, 1913, they were further suspended 
until April 29, 1914. 

Since May 21, 1908, the proportional rate from Min- 
neapolis to Kansas City on flaxseed originating beyond 
Minneapolis has been 10% cents and the flat rate on 
local traffic from Minneapolis to Kansas City has been 
14 cents per 100 pounds. Since Jan. 1, 1906, with the 
exception of a few months in 1907, the rate to Fredonia 
has been 15 cents per 100 pounds. This rate is published 
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by some lines as a proportional rate applicable to flaxseed 
originating beyond Minneapolis and by others as a flat 
rate from Minneapolis proper to Fredonia. In the sched- 
ules under suspension respondents propose to increase 
the proportional rate Minneapolis to Kansas City to 16% 
cents, and the flat rate to 23% cents per 100 pounds, and 
to discontinue the through rate to Fredonia of 15 cents. 
This will make applicable on traffic to Fredonia the com- 
bination on Kansas City of 26% cents per 100 pounds. 

The provisions in respondents’ tariffs with regard to 
the application of proportional rates are very liberal, and 
it appears that no traffic moves under the flat rates from 
Minneapolis proper to the destinations herein involved. 
In In re Rates for Transportation of Flaxseed, 25 I. C. C., 
337 [The Traffic World, Jan. 11, 1913, p. 99], we had 
under consideration the propriety of increasing the pro- 
portional rate from Minneapolis to Chicago from 7% 
cents to 10 cents per 100 pounds. The Minneapolis- 
Chicago rate, unlike those here under consideration, is 
restricted to flaxseed which pays an inbound rate of 10 
cents or more. It was found, however, that the volume 
of flaxseed moving out of Minneapolis is very small com- 
pared to the amount moving in, so that there are always 
sufficient inbound expense bills on hand representing flax- 
seed upon which the proportional rates are applicable. 
From this it is apparent that in considering flaxseed rates 
from Minneapolis we have to deal primarily with the 
proportional rates. It would appear that in the present 
case even these are to a large extent paper rates. 

The only protest made against the proposed increases 
was by Hess & Small, who operate a flaxseed crusher 
at Fredonia, and the case centers largely about the rates 
to Fredonia. At the hearing it developed that a crusher 
is in operation at Des Moines, Ia. No proportional rate 
is published to Des Moines, and the flat rate from Min- 
neapolis proper is 14 cents per 100 pounds, which it is 
proposed to increase in the schedules under suspension to 
17% cents. The Fredonia and Des Moines crushers are 
the only ones in operation in the territory affected by 
the proposed increases. There was formerly a crusher 
at Kansas City owned by the American Linseed Co. of 
New York, the largest producer of linseed oil in the 
country. This has been discontinued, and it appears from 
a letter in evidence that the owner professes no interest 
in the proposed increased rates. 

It may be well at the outset to give a statement with 
regard to the fields of production of flaxseed and the 
centers for crushing the seed. Flax requires new ground 
for its successful production, and consequently the field 
of its largest production has gradually moved westward. 
About 20 years ago it was in Iowa, with Chicago as the 
largest crushing center. At the present time the largest 
production is in the Dakotas and Montana, which are 
called the northwestern field. A smaller field of pro- 
duction is Kansas and the adjoining territory of Okla- 
homa, Missouri, Colorado and Wyoming. Flaxseed is 
crushed at Minneapolis, Duluth, St. Louis, Chicago, Toledo, 
Cleveland, Buffalo, New York and other eastern points. 
The principal crushing center is Minneapolis, to which 
the great northwestern field is directly tributary. In 
Rates on Linseed Oil, 26 I. C. C., 265 [The Traffic World, 
March 15, 1913, p. 613], it was found that the linseed oil 
output of the Minneapolis crushers almost equals the 
combined output of all the others. The Minneapolis. mar- 
ket fixes the price on flaxseed. 

On behalf of the Fredonia crusher it is contended 
that the present rates are reasonable and that the pro- 
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posed rate to Fredonia will deprive it of a necessary 
market in which to purchase a portion of its raw ma- 
terial. The testimony shows that the annual production 
of flaxseed in Kansas runs from 200,000 to 500,000 bushels. 
The Fredonia crusher has a capacity of about 200,000 
bushels for the crushing season, which extends approxi- 
mately seven months from the time the crop is harvested. 
The Kansas crop matures about three weeks in advance 
of that of the Dakotas and is marketed from 30 to 60 
days after it is harvested. The crushers at Chicago, St. 
Louis and Minneapolis bid sharply for this early supply 
in order to lengthen their crushing season and to meet 
the early demands for linseed oil, oil cake and oil meal. 
Consequently prices are usually higher during the market- 
ing of the Kansas crop than they are after the market 
becomes settled, when the bulk of the flax reaches the 
market from the Northwest. The price of flaxseed fluctu- 
ates greatly during the crushing season. For these rea- 
sons it is stated the protestant finds it inadvisable to 
buy its entire season’s requirements of flax at the time 
the Kansas crop is marketed and must consequently rely 
upon northwestern flax purchased in the Minneapolis 
market for part of its supply. It is stated that without 
the Minneapolis supply protestant would not be able to 
run its crusher more than half the ordinary seven months’ 
season. During the year ending July 1, 1913, 330 carloads 
of flax were shipped into Fredonia, of which 42 carloads 
came from Minneapolis. During the last seven years 155 
carloads were received by protestant from Minneapolis, 
an average of 22 carloads per year. It is contended that 
a rate from Minneapolis as low as 15 cents per 100 pounds 
is necessary for the continuance of the Fredonia crusher. 

Comparisons are made with the flaxseed rates from 
Minneapolis to Chicago and St. Louis in support of pro- 
testant’s contention that the proposed increases are un- 
reasonable. We will later refer again to the Chicago and 
St. Louis rates. Protestant also calls attention to the 
rate of 10% cents per 100 pounds on flaxseed meal from 
Minneapolis to Kansas City and of 22% cents per 100 
pounds ‘on linseed cake from Minneapolis to Galveston, 
Tex. The later yields 2.95 mills per ton-mile for the 
distance of 1,524 miles. It is stated that Minneapolis 
has an advantage over Fredonia in outbound rates on the 
products of the flaxseed crusher. It is also pointed out 
that the proposed rates will yield a higher per-ton-mile 
revenue for the distance of 693 miles Minneapolis to 
Fredonia than for the shorter distance of 540 miles Minne- 
apolis to Kansas City. Respondents submitted an exhibit 
at the hearing showing that the rate to Fredonia would be 
21 cents if the proposed Kansas City per-ton-mile rate were 
applied to the distance from Minneapolis to Fredonia. 
But it is asserted in protestant’s behalf that even with 
the 2l-cent rate to Ferdonia it would be unable to con- 
tinue in business. 

On behalf of respondents it is alleged that the pres- 
ent rates are unremunerative and that the proposed in- 
creases are reasonable. Attention is called to the increase 
from 7% to 10 cents per 100 pounds in the rate from 
Minneapolis to Chicago and from 10%-to 14 cents Min- 
neapolis to St. Louis, which was permitted to become 
effective in In re Rates for Transportation of Flaxseed, 
supra. One of the considerations which led to this con- 
clusion was that the 7%4-cent rate was abnormally low 
as compared with rates on wheat and coarse grain. The 
rates of 10 cents Minneapolis to Chicago and 14 cents 
to St. Louis are the same as the rates on wheat from 
Minneapolis to the same points. On page 340 of the 
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opinion in the above case the following statement was 
made: 


It is apparent that, as a rule, the flaxseed rates both il 
and proportional are at least as high as the wheat rates, and it 
is our conclusion that in view of the relative value, relative risk 
and relative volume of traffic of flaxseed as compared wit 
coarse grain and wheat the flaxseed proportionals from Mi: 
neapolis may properly be as high as those on wheat, 


However, the rates we now have under consideration 
are in excess of those on wheat from Minneapolis to the 
same destinations; thus, while the wheat rate Minneap- 
olis to Kansas City is 15% cents per 100 pounds, the 
proposed rate on flaxseed is 16%, cents. In this con- 
nection it should also be stated that the rate on wheat 
to Kansas City was until recently 14% cents per 100 
pounds, the 1-cent increase having been allowed to be 
come effective via most of the routes in the same tariffs 
which carried the increases on flaxseed here involved 
Respondents contend that the relatively higher rate on 
flaxseed is justified because flaxseed is more valuable 
than wheat and other grain and is more liable to leakage. 
Upon the latter point it was testified that protestant’s 
damage claims have been extremely low upon the ship 
ments received at Fredonia. In In re Rates for Trans 
portation of Flaxseed, supra, the testimony was otherwise, 
as appears from the following quotation from page 339 
of the opinion: 

3y way of justifying the proposed advances, the respondents 
also urged that the present flaxseed rates are unremunerativ: 
It was stated that the total movement of flaxseed on the C! 
cago, St. Paul, Minneapolis & Omaha Ry. between Oct. 1, 191 
and May 12, 1912, amounted to 1,178 tons and during this period 
the damage claims on flaxseed amounted to $459.97, or almost 2 
cents per 100 pounds. No other figures were offered along this 
line but it was stated by several expert witnesses for the car 
riers that the claims for damage to flaxseed were greater per 
bushel than on other grains. 

However this may be, it is evident that the rates on 
flaxseed from Minneapolis to the various consuming mar 
kets should bear a consistent relationship to one another 
and to the rates on wheat and other grain. 

The following table shows rates in cents per 100 
pounds and per ton-mile on flaxseed and wheat from 
Minneapolis to the destinations named: 


Per 100 Per ton 


From pounds, mile 
Minneapolis to— Miles. Commodity. cents. cents 
ee 408 Flaxseed and wheat...... 10 0.049 
St. Lowis.....<. 586 Flaxseed and wheat...... 14 04 
Kansas City.... *540 Flaxseed, present ........ 10.5 039 

Flaxseed, proposed ....... 16.5 06 
ES SRV dibineixvipeses 15.75 058 
Fredonia........ *693 Flaxseed, present ........ 15 043 
Flaxseed, proposed ....... 26.5 O76 
ES ourn w Gas yes wa bee save 20.5 .059 





*Based on line of Chicago Great Western from Minneapolis 
to Kansas City. The short-line distance, Minneapolis to Kansas 
City, is 493 miles, made via the Chicago, Milwaukee & St. Pau 
to Mason City, Ia., the St. Paul & Kansas City Southern to De 
Moines, Ia., and the Chicago, Rock Island & Pacific beyond 
Based on the latter route the short line to Fredonia is 646 miles 

From this table it will be observed that the present 
rates to Kansas City and Fredonia are lower, while thos 
proposed in the schedules under suspension are higher 
per ton-mile than those to Chicago and St. Louis. Re 
spondents seek to justify the proposed higher basis to 
Kansas City and Fredonia upon the ground that the gen 
eral level of rates from Minneapolis to the Missouri River 
is higher than that of rates from Minneapolis to St. Loui 
and the east. This is evidenced by the higher class rates 
to Kansas City than to St. Louis. These are as follows 


CED dvs vaereti ss <ée¥< 1 2 3 4 S ee 
er et BRS a's dnc akon 63 52% 42 26 21 26 21 18 165 13 
To Kansas City....... 85 69 48 34 28 34 28 23 20 17 


In respondents’ behalf it was further stated that the 
proposed increases are in conformity with increases which 
have been made from Minneapolis to the territory herein 
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affected on linseed oil and oil cake and which respondents 
intend to make on oil meal. The linseed oil rates were 
increased Minneapolis to Missouri River points from 10% 
cents to 164% cents and from Minneapolis to Chicago from 
i0 cents to 15 cents per 100 pounds under permission of 
this Commission in In re Rates for Transportation of Flax- 
supra. It is further stated in respondents’ behalf 
that the larger volume of flaxseed brought into Minne- 
apolis is over the lines of carriers which are not parties 
to this proceeding and that respondents are required to 
absorb the switching at Minneapolis. 


seed 


The table given below shows the prices of .flaxseed 
and wheat and the total production in the United States 
for each year of the period 1901 to 1912, inclusive: 


COMPARISON OF PRICES AND CROP OF FLAXSEED AND 
WHEAT; PRICES BASED ON MINNEAPOLIS MARKET. 


Year Highest Lowest Crop,in Highest Lowest Crop, in 
Flaxseed.* Wheat.7 

price. price. bushels. price. price. bushels. 

901 . <avnebe $1.88 $1.34 26,000,000 $0.80% $0.6244 748,460,000 

MOS .ccsnawn 1.78 1.15 29,285,000 .82 65% 670,063,000 
$068. dicvews 1.19 91 27,301,000 92% .73% 637,822,000 
1904 i. scaees 1.28 1.06 23,400,000 1.265 85% 552,400,000 
O65. .wccuceet 1.49 -96 28,478,000 1.29% 78% 692,979,000 

906 csc 1.24 1.09 25,576,000 8636 705% 735,261,000 
M007 .iveds au 1.41 1.06 25,851,000 1.20% 77% 634,087,000 
00 .cascuan 1.50 1.12 25,805,000 1.27 1.00% 664,602,000 
ee eee 2.04 1.34 19,513,000 1.45 98% 737,189,000 
910 ..ccevce eee ; 28 . ET. 1.209 1.01% 695,443,000 
1911 ........ 2.70 1.93 19,370,000 1.12% 93 621,338,000 
1912 .....--- 2.538 1.22 30,000,000 1.19% 82% 730,267,000 
113, June 14, .... 1.28 acbdanteee “+ sbbae6" veseeeee eso Fis 


*Based on figures submitted by protestant. 

+Based on Thirteenth Annual Report of Chamber of Com- 
merce, Minneapolis, Minn. Prices quoted are on best grade of 
hard wheat. 

It will be observed that the price of flaxseed has 
uniformly been higher than that of wheat. This com- 
parison of the relative value of flaxseed and wheat would 
seem to lead to the conclusion that the rates for the 
transportation of flaxseed may properly be higher than 
those for transporting wheat. Based alone upon a com- 
parison with the wheat rates the flaxseed rates under 
suspension may not be objectionable. Nevertheless, we 
cannot allow the proposed increases to become effective 
for the reason that the relationsip between the rates on 
wheat and flaxseed in the proposed tariffs has not been 
established at competitive markets. Assuming, without 
deciding, that the relationship in the proposed tariffs be- 
tween the rates on wheat and flaxseed, Minneapolis to 
Kansas City and Fredonia, is just and proper, the rates 
under suspension would nevertheless be unduly discrimi- 
natory to the extent that they exceed the wheat rates, 
because the same relationship has not been established 
in rates to numerous other markets, especially markets 
of the importance of Chicago and St. Louis. For these 
reasons the suspended tariffs cannot be permitted to be- 
come effective. 

However, in most instances some increase may prop- 
erly be permitted. To all points herein involved carriers 
may establish rates no higher than those at present main- 
tained to the same points on wheat. The rate on wheat 
must be regarded as the maximum rate on flaxseed be- 
tween these points because the wheat rate is the maxi- 
mum at points competitive with the above. This will 
result in an increase from 10% cents to 15% cents per 
100 pounds in the rate from Minneapolis to Kansas City 
and from 15 cents to 20% cents in the rate to Fredonia. 
The rate from Minneapolis to Des Moines will remain 
as at present, 14 cents per 100 pounds. The Des Moines 
rate yields 10.6 mills per ton-mile for the distance of 
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265 miles, and is as high as the rate from Minneapolis 
to St. Louis for a distance of 568 miles. 


We further find that there is no reason for establish- 
ing different rates from Minneapolis on flaxseed coming 
from points beyond than from Minneapolis proper. Con- 
sequently, the rates we have suggested may be published 
from Minneapolis proper, and upon their publication re- 
spondents may cancel the present proportional and the 
present flat rates from Minneapolis. An order will be 
entered accordingly. 





ORDER. 


It appearing, That on June 27, July 23 and Sept. 10, 
1913, the Commission entered upon an investigation con- 
cerning the propriety of the increases and the lawfulness 
of the rates, charges, regulations and practices stated in 
schedules contained in tariffs designated as follows: The 
Atchison, Topeka & Santa Fe Railway, supplement No. 3 
to I. C. C. No. 6241; Chicago, Burlington & Quincy Rail- 
road Co., supplement No. 36 to C. B. & Q. I. C. C. No. 
9741; Chicago Great Western Railroad Co., C. G. W. I. C. C. 
No. 4900 and C. G. W. I. C. C. No. 4901; Chicago, Mil- 
waukee & St. Paul Railway, C. M. & St. P. I. C. C. No. 
B-2689; Chicago, Rock Island & Pacific Railway, supple- 
ments Nos. 77 to I. C. C. No. C-7692, 6 to I. C. C. No. 
C-9363, 5 to I. C. C. No. C-9367, 7 to I. C. C. No. C-9446 
and I. C. C. No. C-9505; the Minneapolis & St. Louis Rail- 
road Co., supplement Nos. 14 to M. & St. L. I. C. C. No. 
2048, 1 to I. C. C. No. A-434, 3 to I. C. C. No. B-48, 2 to 
I. C. C. No. B-80, and I. C. C. No. B-96; the Missouri 
Pacific Railway Co., St. Louis, Iron Mountain & Southern 
Ry. Co., supplement Nos. 1 to I. C. C. No. A-2311 and 2 
to I. C. C. No. A-2311; St. Louis & San Francisco Railroad, 
Thos. H. West, W. C. Nixon and W. B. Biddle, receivers; 
supplement No. 19 to I. C. C. No. 6255, and subsequently 
ordered that the operation of said schedules contained in 
said tariffs be suspended until April 29, 1914: 

It further appearing, That a full investigation of the 
matters and things involved has been had and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 


It is ordered, That the carriers respondent herein and 
designated in said tariffs be, and they are hereby, notified 
and required to cancel on or before April 28, 1914, the 
rates, charges, practices and regulations stated in the 
schedules specified in said orders of suspension. 


It is further ordered, That the said respondents be, 
and they are hereby, notified and required to establish, 
on or before April 28, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 5 days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after said 
April 28, 1914, to maintain rates for the transportation of 
flaxseed in carloads from the points of origin to the points 
of destination named in the schedules covered by said 
orders of suspension which shall not exceed the present 
rates in effect for the transportation of wheat in carloads 
over their lines between said points, it being understood 
that the rates on flaxseed from Minneapolis, Minn., to 
such destinations, when from points beyond, shall not 
exceed the rates on flaxseed to such destinations when 
from Minneapolis proper. 
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GASOLINE ENGINES AND WINDMILLS 


RATES ON WINDMILLS AND OTHER ARTICLES, IN- 
CLUDING GASOLINE ENGINES, IN MIXED CAR- 
LOADS FROM EASTERN SHIPPING POINTS TO 
POINTS IN CALIFORNIA AND OTHER STATES. 

Submitted Jan, 21, 1914. Decided March 2, 1914, 

Proposed tariffs which eliminate the inclusion of gasoline en- 

gines with windmills in mixed carload shipments not found 


to be unreasonable. Order suspending operation of tariffs 
vacated, 





J. L. Coleman for Transcontinental Freight Bureau 
and carriers represented thereby. 
W. J. Evans for National Implement & Vehicle Asso- 
ciation, 
J. M. Bodenberger for Baker Manufacturing Co. 
Report of the Commission. 


CLEMENTS, Commissioner: 

The protest here is because the proposed tariffs un- 
der suspension eliminate gasoline engines from mixed 
shipment with windmills and windmill appliances to Cal- 
ifnornia terminals and intermediate points from territory 
of origin east of the Missouri River. The specific pro- 
tests come from Chicago and points in the Chicago group, 
from which the terminal rate on the present windmill 
mixture, including gasoline engines, is $1.50. By the pro- 
posed elimination of gasoline engines from this mixture 
they will take a rate of $1.40 to the terminals and $1.60 
as a maximum to intermediate points, in straight carloads 
of 30,000 pounds minimum. The less-than-carload rate is 
$3.40. If they are mixed with windmills as heretofore, 
the rate on the mixture will be computed on basis of 
class A, which will have the effect of increasing the rate 
from $1.50 to $1.77 both to the terminal and as a maxi- 
mum to the interior from this group. 

Prior to September, 1912, there was no mixture per- 
mitted of gasoline engines with windmills at one rate, 
under Countiss’ transcontinental tariff 1-L, then in effect. 
Effective in that month agricultural implements, windmills 
and gasoline engines were permitted to be shipped in 
mixed carloads at $1.60 per 100 pounds, under the then 
proposed Countiss’ transcontinental tariff 1-M, by which 
the carriers undertook to make a general readjustment 
of their transcontinental commodity rates to California 
terminals. The operation of this tariff was suspended by 
the Commission’s order, but was finally permitted to be- 
come effective as to many of its items following hearings 
and informal conferences between shippers, the carriers 
and the Commission, an account of which procedure is 
fully set forth in the Commission’s report in the disposi- 
tion of that case. Transcontinental Commodity Rates 
Westbound, 26 I. C. C., 456 [The Traffic World, April 5, 
1913, p. 766.] 

In the meantime this $1.60 rate by tariff supplement 
had been reduced to $1.50, which is the rate on the wind- 
mill mixture, including gasoline engines, it is now pro- 
posed to increase. In the final readjustment of this par- 
ticular item in transcontinental tariff 1-M, made in con- 
nection with the case cited, the carriers eliminated the 
agricultural implement-windmill mixture and at the same 
time withdrew the privilege of shipping gasoline engines 
with agricultural implements, but left undisturbed the 
privilege of mixing gasoline engines with windmills at 
the one rate applicable to the carload. The retention 
of this latter mixing privilege was due, the carriers state, 
to an oversight, which they are now attempting to correct 
by the proposed tariff under suspension. 
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Gasoline engines are not a necessary part of or usual 
appurtenance to windmills. They may at times be at 
tached to windmills in weather calms or other emer 
gencies, but such use is merely one of the many to which 
they may be incidentally put and is not peculiar to wind. 
mills. Gasoline engines move in carloads and may he 
considered a carload article of traffic and a separate 
article of traffic. Their rate of $1.40, minimum 30,0 


pounds, does not appear unjust by comparison with the 
$1.50 rate on windmills, minimum 24,000 pounds. A 


minimum carload of gasoline engines is in value about 
twice that of a minimum carload of windmills. 

The question here raised by protestants goes not go 
much to whether the proposed rate is reasonable, eithe 
inherently or comparatively, as to the commercial necessity 
of the small manufacturer who does not usually receive 
orders for gasoline engines in carloads, but ships them 
largely in small consignments along with the other articles 
included in the windmill mixture. We are not convinced 
upon this record; in fact, no effort has been made by 
protestants to show that the carload rates on windmills 
or gasoline engines separately are unreasonable in them 
selves. Neither are we convinced that it is unreasonable 
on the part of the carriers to withdraw the privileg 
of mixing gasoline egnines with windmills, an independent 
and unrelated article of traffic. 

This conclusion is not affected by the fact, as shown 
by protestants, that the carriers serving the north coast 
terminals have not proposed to take the same action with 
respect to this mixture as have the carriers to the Cali 
fornia terminals. The direct and rate-making routes t 
the north coast terminals are via the lines of carriers 
which have indirect routes to the California terminals or 
do not reach those terminals at all, and we cannot hold 
the carriers to the California terminals to be directly 
responsible for any discrimination resulting by reason of 
lower rates in effect via the lines to the north coast 

One of the protestants herein, the Baker Manufactur 
ing Co. of Evansville, Wis., according to the testimony of 
its witness at the hearing, shipped eight carloads under 
the present tariff to California terminals during each of 
the past two years. During the same period it has not 
shipped that many cars to the north coast, although th 
rate has been the same. Its objection to the proposed 
tariffs goes not so much to the effect thereof on the rat 
in cents per 100 pounds as to the effect upon its assort 
ment of stock on the coast where it has branch houses 

We find that the carriers have justified the proposed 
tariffs and the order of suspension will be vacated. 


ORDER. 

It appearing, That on Sept. 27, 1913, the Commissi0 
entered upon an investigation concerning the propriet 
of the increases and the lawfulness of the rates, charges 
regulations and practices stated in the schedules col 
tained in the tariffs designated as follows: C. C. McCail, 
agent, supplement No. 14 to I. C. C. No. 6, supplement 
No. 22 to I. C. C. No. 8; Eugene Morris, agent, supplement 
No. 14 to I. C. C. No. 344, supplement No. 22 to I. C. C 
No. 348; R. H. Countiss, agent, supplement No. 1/4 (0 
I. C. C. No. 952, supplement No. 22 to I. C. C. No. 95), 
and subsequently ordered that the operation of said sched 
ules contained in said tariffs be suspended unti! Jul) 
28, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and the Com 
mission has, on the date hereof, made and filed a repor' 
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containing its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof: 

It is ordered, That the order of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and it is hereby, vacated and set 
aside as of April 1, 1914. 

It is further ordered, That a copy hereof be forthwith 
served upon C. C. McCain, agent, Eugene Morris, agent, 
and R. H. Countiss, agent, and upon the carriers respond- 
ent herein, parties to said schedules, and that a copy 
hereof be filed with said schedules in the office of the 
Commission. 


RATES ON GREEN FRUIT 
|. & S. NO. 300 (29 1. C. C., 650-652) 


Submitted Dec. 11, 1913. Decided March 9, 1914. 

Cancellation of through routes and joint rates on green fruit 

from points on the Oregon Short Line R. R. to destinations 

on and east of the Missouri River and to a few points west 

of the river found not to have been justified. Decision in 

Lumber Rates from Oregon and Washington to Eastern 

Points, 29 I. C. C., 609, followed. 

W. A. Robbins, N. H. Loomis, P. L. Williams and 
H. A. Seandrett for Oregon Short Line Railroad Co. 


J. Curtis Robinson for Northwestern Fruit Exchange. 


Report of the Commission. 
MEYER, Commissioner: 

This proceeding concerns respondents’ proposal in 
the tariff under suspension to cancel certain through 
routes and joint rates on green fruit from points on 
the Oregon Short Line Railroad to destinations on and 
east of the Missouri River, and to a few points in Kan- 
sas and Nebraska which are west of the river. Under 
current tariffs this trafiic may be routed via the Colo- 
rado gateways in connection with the Atchison, Topeka 
& Santa Fe Railway; Missouri Pacific Railway; Chicago, 
Rock Island & Pacific Railway, and Chicago, Burling- 
ton & Quincy Railroad. If the tariff under suspension 
is permitted to go into effect these routes and the joint 
rates now effective over them will be eliminated, and 
the traffic will all be handled by the Union Pacific to 
the Missouri River. With certain exceptions through 
routes and joint rates on traffic destined to points be- 
tween the Colorado gateways and the Missouri River 
remain undisturbed. The exceptions are points which 
may be reached via Kansas and Nebraska junctions of 
the Union Pacific. No increase is proposed in the rate 
via the route of the Union Pacific lines. However, if 
the suspended tariff becomes effective, shippers will be 
confined to the route of the Union Pacific system lines, 
and will no longer have available the alternate routes 
via the Colorado gateways. The proposed changes were 
protested by the Northwestern Fruit Exchange of Port- 
land, Ore. 

The only testimony received at the hearing con- 
sists of portions of the testimony in Lumber Rates from 
Oregon and Washington to Hastern Points, 29 I. C. C., 
609, which, by stipulation of the parties, were received 
as the evidence in this case. The respondents and the 
protestant agree that the principles involved in the two 
cases are identical and that nothing could be added to 
the testimony presented in the previous case. In that 
case an attempt was made by the lines composing the 
Union Pacific system to close established routes via 
what are known as the Wallula, Silver Bow, Spokane, 
Butte and Colorado gateways for certain traffic between 
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points in Oregon and Washington mainly on the line of 
the Oregon-Washington Railroad & Navigation Co. and 
points on and east of the Missouri River. That portion 
of the case which involves the closing of routes via the 
Colorado gateways presents the same questions as are 
involved in the present proceeding, with the exception 
that there both east-bound and west-bound traffic was 
involved, while here only east-bound traffic is affected. 

The arguments advanced by respondents in their 
brief in the present case are identical with those ad- 
vanced in Lumber Rates from Oregon and Washington to 
Eastern Points, supra. In our opinion in that case we 
discussed them in detail, and it is not necessary to 
repeat what was said there. The main argument pre- 
sented by the Union Pacific system lines to justify the 
proposed action is that the routes offered by their sys- 
tem are shorter by more than 100 miles than the routes 
via the Colorado gateways. We have on previous oc- 
casions permitted carriers who originated traffic and 
who have a satisfactory route from point of origin to 
destination to cancel routes maintained in connection 
with other carriers. Each case, however, must be viewed 
in the light of the facts and circumstances disclosed. 
From the testimony in this case it is evident that the 
tariff under suspension must be considered in connection 
with those under suspension in Lumber Rates from Ore- 
gon and Washington to Eastern Points, supra, and that 
in these tariffs the Union Pacific system lines have 
attempted to eliminate the competition of other lines 
for the traffic passing between the local territory of the 
Oregon-Washington Railroad & Navigation Co. and the 
Oregon Short Line and the Missouri River. On page 6f8 
of the opinion in Lumber Rates from Oregon and Wash- 
ington to Eastern Points, supra, we used the following 
language: 


- + » In United States vs. Union Pacific R. R. Co., 226 
U. S., 61, full consideration was given to the practical monopoly 
of traffic that might be effected by the elimination of such 
competition as is here sought to be effaced. We have not re- 
garded it as a part of our duty to administer the antitrust laws 
but the thought presented in that case shows fully the evil 
effect to the public that would flow from the elimination of the 
competitive routes to which we are here asked to give approval 
because we are powerless to prevent. We cannot give assent 
to such a proposition. The matter of through routes and joint 
rates is not dealt with alone in section 15, but we must read. 
together with that provision, those contained in the first and 
third sections of the act. It is not necessary here to discuss 
again the power which we consider Congress has given us in 
this matter. We expressed fully our view in the case of Flour 
City Steamship Co. vs. L. V. R. R. Co., 24 I. C. C., 184, and we 
here give full assent to the view we there expressed. 


Upon the same grounds as are laid down in our 
decision in the case above cited, it is our opinion that 
respondents have not justified the proposed elimination 
of through routes and joint rates via the Colorado gate- 
ways. Respondents will therefore be required to cancel 
the tariff under suspension and to maintain for the 
statutory period the through routes at present in effect 
via the Colorado gateways. An order will be entered 
accordingly. 





ORDER. 

It appearing, That on Aug. 20, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in a tariff designated as follows: Oregon Short Line 
Railroad Co., I. C. C. No. 1877, and subsequently ordered 
that the operation of said schedules contained in said 
tariff be suspended until June 20, 1914: 

It further appearing, That a full investigation of the 
matters and things involved has been had and that the 
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Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof; 

It is ordered, That the carriers respondent herein 
and designated in said tariff be, and they are herebfs, 
notified and required to cancel on or before May 1, 1914, 
the rates, charges, practices and regulations stated in 
the schedules specified in said orders of suspension. 

It is further ordered, That said carriers shall con- 
tinue in force and for a period of not less than two years 
from said May 1, 1914, apply to the transportation of 
the traffic described in said schedules from the points 
of origin to the points of destination named in the 
schedules covered by said order of suspension rates not 
in excess of those applicable from said points of origin 
to said points of destination, over the routes therein 
named, in effect on Aug. 21, 1913. 


RATES ON EXCELSIOR AND FLAX TOW 


1. & S. NO. 170 (29 I. C. C., 640-642) 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN RATES BY CAR- 
RIERS FOR THE TRANSPORTATION OF EXCEL- 
SIOR FROM ST. PAUL, MINN. AND OTHER 
POINTS TO CHICAGO, ILL., AND OTHER POINTS. 

1. & S. NO. 182 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN RATES BY CAR- 
RIERS FOR THE TRANSPORTATION OF FLAX 
TOW, FLAX MOSS AND FLAX FIBER BETWEEN 
ST. PAUL, MINN., WINONA, MINN., AND OTHER 
POINTS, AND CHICAGO, ILL., PEORIA, ILL., KAN- 
SAS CITY, MO., AND OTHER POINTS. 


Submitted Nov. 19, 1913. Decided March 2, 1914. 

A carload minimum weight which is reasonably adapted to the 
needs of the carriers and the great majority of shippers will 
not be increased because one shipper, by the expenditure of 
exceptional effort and expense, finds himself able to load 
more heavily than can his competitors; neither will this 
Commission under such circumstances prescribe a lower 
rate per 100 pounds conditional upon the use of a higher 
minimum weight as the measure of the carload. 

John W. Keogh for John W. Keogh & Co. 

Robert H. Widdicombe for Chicago & Northwestern 
Railway Co. and Chicago, St. Paul, Minneapolis & Omaha 
Railway Co. 

A. F. Cleveland for Chicago & Northwestern Rail- 
way Co. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

J. X. 
way Co. 

A. P. Humburg for Illinois Central Railroad Co. 


Davis for Chicago, Milwaukee & St. Paul Rail- 


Report of the Commission on. Rehearing. 


BY THE COMMISSION: 

In Keogh vs. C., B. & Q. R. R. Co., 24 I. C. C., 606 
[The Traffic World, Aug. 3, 1912, p. 223], it was held 
that the rates on excelsior in carloads from St. Paul to 
Chicago, Ill., St. Louis, Mo., and Missouri River points 
should not exceed the rates contemporaneously in effect 
on flax tow. Thereafter the rates on excelsior were re- 
duced to equal those on flax tow. FoHowing that, the 
rates on both commodities were increased to the basis 
formerly governing the movement of excelsior. The tar- 
iffs naming these increases were suspended, the matter 
was heard under Investigation and Suspension Dockets 
Nos. 170 and 182, and the Commission held that the 
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carriers had justified the increases to Chicago. While 
did not approve the increases to other points, it autho 
ized the carriers to make certain increases, somewhat 
less in amount than those proposed in the suspended 
tariffs. 26 I. C. C., 689. 

On July 24, 1913, John W. Keogh, trading as Joh 
W. Keogh & Co., a protestant in the original proceed 
ings, petitioned for a rehearing in the suspension cas: 
above mentioned. The petition recites that the new 
rates on excelsior are based upon a 20,000-pound carload 
minimum, whereas formerly the minimum carload weight 
was 30,000 pounds. To this latter minimum protestant 
had accustomed himself and accommodated his business 
and he prays here for the restoration, upon a basis of 
a 30,000-pound minimum, of rates somewhat lower than 
those now applying upon carloads of 20,000 pounds. A 
rehearing was ordered and has since been had. 

John W. Keogh is the owner of certain patent rights 
under which he manufactures an excelsior which may bi 
compressed and baled to greater density than ordinary 
excelsior, but which nevertheless retains its resiliency 
In baling his excelsior Keogh uses a press of the ordi 
nary type, but of heavier construction and extraordinary 
power, and thus secures denser and heavier bales. With 
such bales protestant is usually able to load more than 
30,000 in a car 40 feet or more in length. But this he 
accomplishes only with the expenditure of exceptional! 
effort and expense, greater than are incident to the 
loading of ordinary excelsior to meet the 20,000-pound 
minimum. Furthermore, weather conditions must be con 
sidered in getting 30,000 pounds in a 40-foot car, and 
at times a deficiency of only 1 inch in the height of the 
car makes it impossible to load that amount. 

From Jan. 1, 1913, to Oct. 31, 1913, Keogh shipped 
from his St. Paul, Minn., factory, via the Chicago, Bur 
lington & Quincy Railroad, 139 cars with an average 
lading of 31,078 pounds of excelsior. Practically all of 
these were 40 feet 55 inches or more in length, and 
some were furniture cars. Against this the carriers 
point to the showing made upon the original hearing in 
this matter, where competitors of Keogh testified to 
their inability to load more than the 20,000-pound mini- 
mum; also to the showing there made of the actual 
loading of such competitors, to the same effect. Fur 
thermore, the present minimum of 20,000 pounds is based 
on the standard 36-foot car and is subject to rule 6-B 
of the Western Classification, under which the minimum 
weight on 40-foot equipment is 22,400 pounds. The con 
tention of the carriers is that even with Keogh’s more 
compact bales and more expensive methods of loading 
he is unable to put 30,000 pounds in the ordinary 36-foot 
car, but that he requires equipment of 40-foot length 
or over in order to load the 30,000 pounds which he 
advocates as the minimum carload weight. 

Protestant here stands much in the same position as 
did complainant in Planters’ Compress Co. vs. C., C., C 
& St. L. Ry. Co., 11 I. C. C., 382. The Commission ther: 
said, at page 405: 


If the rate on a given article is reasonable to those wh: 
ship the great bulk of that article in the form in ‘which it is 
commonly prepared for transportation, that rate in our opinior 
does not become unreasonable to the shipper of a small quan 
tity of the same article merely because he -chooses:to prepar¢ 
his shipments in. a form which affords the carrier a greate: 
profit per 100 pounds. Particularly is this so, as we think, 
when the preparation of that article in the more profitable forn 
would impose some degree of hardship upon a large majority of 
shippers because of its greater expense or for other reasons 
No classification can be so minute as to conform to the differ 
ing varieties and conditions of traffic. To separate different 
grades or densities of the same article into different classes 
with varying rates, even if it could be accomplished, would go 
far to defeat the real purpose of Classification. 
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Considering all the facts and conditions appearing 
of record, it is our conclusion that protestant’s prayer 
should be denied. The present proceedings should there- 
fore be discontinued, and it will be so ordered. 





ORDER. 

These cases having been duly heard and submitted 
by the parties, after having been reopened, and full in- 
vestigation of the matters and things involved having 
been had, and the Commission having, on the date here- 
of, made and filed a report containing its findings of fact 
and conclusions thereon, which said report is hereby 
referred to and made a part hereof. 

It is ordered, That these proceeds on rehearing be, 


and they are hereby, discontinued. 


ICING CHARGE REASONABLE 
|. & S. NO. 293 (29 I. C. C., 653-658) 
REFRIGERATION CHARGES ON FRUITS AND VEGE- 
TABLES FROM COLORADO TO KANSAS POINTS. 


Submitted Nov. 15, 1913. Decided March 9, 1914. 


By a provision in the suspended tariff relating to the trans- 
portation of fruits and vegetables from points in Colorado 
to points in Kansas, the Missouri Pacific Ry. Co. seeks to 
eliminate an arrangement for furnishing refrigeration, 


known as “shipper’s icing,’’ under which the shipper is 
allowed to indicate on his bill of lading the amount of ice 
he desires placed in the car en route, to be furnished by the 
carrier at $2.50 per ton; the carrier desiring to substitute 
therefor a stated charge of $40 per car; Held, That— 

1. The carriers’ position that the service should be furnished at 
a stated charge is correct. 

2. The $40 charge proposed in the suspended tariff compares 
favorably with other icing charges approved by this Com- 
mission, and so far as the Commission can judge from the 
present record it appears to be a reasonable one. Order of 
suspension vacated. 


Henry G. Herbel, Martin L. Clardy and Fred G. 
Wright for Missouri Pacific Railway Co. 

A. A. Hurd for Atchison, Topeka & Santa Fe Rail- 
way Co. 

E. H. Hogueland and O. R. Hambric for Hutchinson 
and Wichita, Kan., produce companies. 


Report of the Commission. 


MEYER, Commissioner: 

This proceeding involves the suspension of Missouri 
Pacific Railway Co.’s tariff, I. C. C. A-2376, which sought 
to make effective Aug. 7, 1913, a stated refrigeration 
charge of $40 per car on shipments of fruits and vege- 
tables from stations in Colorado to all points of desti- 
nation in the state of Kansas. 

The points of origin involved herein are stations 
located on the Denver, Laramie & Northwestern Rail- 
road, the Denver & Salt Lake Railroad and the Great 
Western Railway. These carriers are short lines which 
radiate northwardly and westwardly from Denver. None 
of them exceeds 50 miles in length. Stations on the 
Missouri Pacific Railway, Colorado & Southern Railroad 
and Denver & Rio Grande Railroad, in Colorado, are in- 
cluded as points of origin in the suspended tariff, but 
it was testified that no traffic has moved therefrom. 

The method of refrigerating cars of these commodi- 
ties in force previous to the publishing of the suspended 
tariff and now maintained as a result of the suspension 
is as follows: 

When shipments are to be made, since there are ho 
icing facilities at the points of origin, empty refrigerator 
cars are first sent to Denver. At that point the bunkers 
of the car are filled with ice the evening before the load- 
ing is to be done, according to directions indicated by 
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the shipper. The car is then sent to the station of 
origin of the shipment and there loaded. The shipper 
executes his bill of lading and notes upon it his instruc- 
tions as to icing the car in transit. Reicing stations on 
the route of the Missouri Pacific to the principal Kansas 
destinations involved, Wichita and Hutchinson, are lo 
cated at Denver and Pueblo, Colo., and Hoisington, Kan. 
The icing service desired by the shipper is performed 
by the carrier at a tariff charge of $2.50 per ton for the 
ice actually used. 

The carriers insist that the “shipper’s icing” plan is 
very unsatisfactory, and their purpose in the publication 
of the suspended tariff is to put into effect a provision, 
such as is applicable in every other state in the Union, 
stating a definite refrigeration charge. From the same 
territory in Colorado to the Kansas points in question a 
stated refrigeration charge of $40 per car is in effect in 
tariffs of other carries, namely, the Union Pacific Rail- 
road; Chicago, Burlington & Quincy Railroad; Chicago, 
Rock Island & Pacific Railway, and the Atchison, To- 
peka & Santa Fe Railway. 

The carriers object to the “shipper’s icing” plan for 
a number of reasons. The tariff rate of $2.50 per ton 
for the ice used does not, they claim, cover the cost of- 
the ice to the carriers. This figure, they allege, is the 
result of a condition which existed at the Missouri River 
points a number of years ago, where natural ice was 
available at a low cost. Competition between carriers 
gradually extended this territory westward until the icing 
points involved in the present case were included. 

There is no uniformity as to the reicing required 
by different shippers, eithér as to the amount of ice to 
be furnished or the stations at which reicing is desired. 
The refrigerator cars from the points of origin in this 
proceeding are often placed en route in trains of re- 
frigerated products from points farther west which move 
under a stated refrigeration charge. The result of this 
situation, it is alleged, is that it is difficult for the car- 
riers’ employes at reicing stations to ascertain which 
cars are moving under “shipper’s icing,’ and the diffi- 
culty is increased by the fact that there are so few of 
them. From the testimony it would seem that in con- 
sequence no effort is made to ascertain under which 
method of refrigeration a car is being forwarded, and 
the practice apparently is to fill cars to capacity. After 
the statement of the ice furnished on different cars has 
been checked a bill for any ice in excess of shipper’s 
instructions is sent to the party who pays the refrigera- 
tion charges. The result of this is that the person to 
whom the bill for additional ice is rendered refuses to 
pay it on the ground that the carrier has not complied 
with the instructions on the bill of lading. 

The instructions as to reicing are alleged to be in 
many cases indefinite and ambiguous. These instructions 
are followed by the railroads as they interpret them, and 
often controversies between railroad and shipper arise 
as to the amount of icing required under these instruc- 
tions. 

The American Refrigerator Transit Co., which has 
furnished some cars for the traffic in question, states 
that it does not care to handle the business except at 
a fixed charge. The small lines concerned have no re- 
frigerator cars of their own, and under the “shipper’s 
icing” plan are compelled to pick up whatever equip- 
ment they can to move the traffic. Therefore it is alleged 
that a substitution of the proposed stated refrigeration 
provision will result in shippers on the small railroads 
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being assured of a satisfactory supply of refrigerator 
equipment from the American Refrigerator Transit Co. 

The carriers assert also that they are confronted 
with claims for damage due to the practice of skimping 
ice to avoid expense under “shipper’s icing.” A witness 
for protestants stated, however, that during his three 
years’ experience the firms he represented had filed but 
one claim for damage. 

The objections to the method of assessing and col- 
lecting icing charges under the “shipper’s icing’ plan is 
one of the strongest reasons the carriers urge in support 
of a stated charge. One of the notations placed upon 
bills of lading under the “shipper’s icing” plan is “reice 
if not delayed.” A car moving under such instructions 
via Missouri Pacific, for example, arrives at destination 
with an icing charge of $25. A car shipped via a com- 
peting route moving under similar instructions arrives 
at the same destination with an icing charge of $20. 
The result, of course, is that the latter company receives 
any future business which might move. Such a result, 
it is alleged, may be brought about by the failure of 
competing carriers to report icing or by reporting icing 
in a less amount than that actually furnished, and it 
is contended that the method itself invites such manipu- 
lation of the charges for the service for business-getting 
purposes. 

We are of opinion that the various objections above 
indicated are of substantial merit and that the carriers’ 
position that the service should be furnished at a stated 
charge is correct. It may be noted in this connection 
that the desirability of a fixed charge for the refrigera- 
tion service is admitted by protestants in their brief. 
We are further of opinion that the result of the change 
in method of furnishing this service will be to serve 
the public interest in a more satisfactory manner than 
under the “shipper’s icing” plan, for the reason that it 
will place all carriers and shippers upon a parity as 
regards the charges received and paid for this service, 
and will remove whatever opportunity may exist for 
competing carriers improperly to use the “shipper’s 
icing’ as a means to secure business. Under our con- 
clusions, as stated above, there remains for determina- 
tion by the Commission the reasonableness of the charge 
of $40 per car for this service. 

The movement of a car of these products under 
stated refrigeration is as follows: The evening before 
the car is to be loaded it is sent to Denver, where it 
is iced to capacity with 10,000 pounds. The car is then 
sent to the point of origin of the shipment, where it is 
loaded the next morning with the commodity to be 
shipped. It is stated to be a practice among the ship- 
pers to take from 2,000 to 4,000 pounds of this ice from 
the bunkers and break it up and place it in the body 
of the car. This is known as “body ice.” The car is 
then returned to Denver, where it is reiced. The amount 
of ice used in reicing at this point was testified by re- 
spondents to average from six to seven thousand pounds. 
The car is then sent forward, and is stopped at Pueblo, 
Colo., where the next icing station is located. The car 
arrives there the second morning. Reicing at this point 
requires about 3,000 pounds. The car is again reiced 
at Hoisington, Kan., with from 2,000 to 3,000 pounds of 
ice. Deliveries of these shipments are usually made at 
Wichita and Hutchinson, Kan., the third morning after 
loading. It will thus be seen from the evidence of the 
earriers that the amount of ice used per car varies 
from 10 to 12 tons. 
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The protestants challenged the statement that 10,000 
pounds of ice are loaded in the car when it is initially 
iced at Denver, and in support of their contention intro 
duced a letter from an employe of the dairying division 
of the American Refrigerator Transit Co., wherein the 
statement is made that the bunker capacity of cars 
varies from 8,000 to 10,000 pounds, and that it is not 
possible to ice cars to the full cubical capacity of their 
bunkers. It is stated therein that it is usual to allow 
1,000 pounds for shrinkage—that is, to estimate that the 
car could be loaded only to a weight 1,000 pounds less 
than the stated capacity. The low figures of capacity 
given by the employe of the American Refrigerator 
Transit Co. were explained by counsel for respondents 
to be due to the fact that agents, when asked the cubical 
capacity of bunkers, always make it low for the reason 
that this is necessary in order to prevent the ice com- 
panies overcharging them. It appears that in handling 
dairy products the icing is done by. private companies 
It is alleged that if these companies knew the capacity 
of cars was 11,000 pounds, for instance, they would base 
their charge upon the capacity of the car rather than 
the actual amount of the ice placed in the bunkers. To 
clear up these discrepancies respondents ‘were given 
permission at the hearing to submit to the Commission 
a statement as to the actual cubical capacity of the 
ears. They have offered a letter from the manufacturers 
of the cars, from which it appears that the bunkers 
hold from 12,000 to 14,000 pounds of ice. 

The cost of ice to the carriers at Denver is $2.50 
per ton. It was stated that the natural price of ice at 
this point was in excess of this amount, but that by 
reason of a contract which the carriers have there they 
are able to secure it at this low figure. The carriers 
state, however, that the people furnishing the ice are 
doing so at a loss. This was controverted by the prot- 
estants, who submitted evidence that they had been 
quoted a price of $2.50 per ton for ice at Denver. At 
Pueblo the cost of the ice runs as high as $5 per ton, 
but the normal price was stated to be between $3.50 and 
$4 a ton. At Hoisington the icing, under normal condi- 
tions, is done with ice secured at Great Bend, the 
average cost of which is from $3.50 to $4 per ton, run- 
ning as high as $6 in abnormal seasons. At these fig 
ures the cost of the ice necessary to properly refrig 
erate a car is from $28.75 to $33.25 during a normal 
season. 

Other items of expense which the carriers contend 
should be taken into consideration in arriving at a fair 
charge for this service are maintenance of refrigerator 
cars, mechanical inspection of the body of the car ex- 
clusive of running gear, inspection of bunkers to ascer- 
tain the amount of ice required to be put in them, 
liability for damage to the contents of the car and other 
overhead expenses. The carriers also contend that they 
are entitled to a reasonable profit on this service. [0 
the case of Arlington Heights Fruit Exchange vs. So 
Pac. Co., 20 I. C. C., 106 [The Traffic World, Feb. 25, 
1911, p. 282], the Commission fixed a charge of $5 as a 
reasonable one for repairs to a car moving under re- 
frigeration from California points to Chicago. The car- 
riers in this proceeding contend that the chief damage 
to cars under refrigeration is the throwing of ice into 
empty bunkers and that, therefore, $5 is a reasona)le 
charge on the movement from Colorado points to Kan- 
sas. Protestants contend, however, that in view of the 
fact that the distances for the movement in the present 








case are so much less than those in the Arlington 
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Heights case, supra, a $5 charge for repairs is too high. 


Protestants compare the proposed charge of $40 per 
car With the charges they formerly paid for refrigera- 
tion on cars of vegetables shipped over the Atchison, 
Topeka & Santa Fe Railway. The amount of ice neces- 
sary via that route has ranged from 10,800 pounds to 
17,500 pounds, at a cost of from $13.500 to $18.75 per 
car. Protestants claim that this difference has not been 
and cannot be justified by the respondents. The expla- 
nation of this situation would seem to be that the charge 
of $2.50 per ton for ice does not represent the actual 
cost, and that the Santa Fe, under the “shipper’s icing” 
arrangement was more efficient in complying with the 
restricted icing instructions of the protestants. How- 
ever, as has been shown above, the charge via the 
Santa Fe at the present time is $40 per car. 

Protestants call attention to the fact that Missouri 
Pacific tariff I C. C. A-2376, a portion of the same 
tariff under suspension in this case, provides for a 
refrigeration charge of $25 per car on fruits and vege- 
tables from points north of Denver to destinations in 
Colorado. This charge is subject to a condition to the 
effect that if a shipper furnishes a relvase, and no 
reicing is furnished en route, the rate will be $20 per 
car. This amount the respondents state was the result 
of compliance with an order of the Colorado railroad 
commission. There is nothing before us in this record 
to indicate upon what showing the charge of $25 per 
car was. arrived at by the Colorado commission. 


The protestants stated at the hearing that they would 
be willing to execute a release to the carrier to elim- 
inate icing at Hoisington if it would result in their 
securing a lower charge for the service. It would seem, 
however, that if it is necessary for a shipment to be 
reiced at Hoisington, and we believe from the record 
that it is, it should be done, and the shipper should not 
be allowed to control the action of the carrier in that 
respect. If the Commision were to require a provision 
in the tariffs of respondents to the effect that a lower 
charge might apply on shipments not reiced at Hois- 
ington than on shipments which were reiced at that 
point, it is evident that there would be opportunity 
for a recurrence of some of the difficulties which the 
carriers have experienced under the “shipper’s icing” 
plan. One shipper might furnish a release and another 
not. This would cause confusion in determining the 
cars to be reiced, and might create opportunity for im- 
proper undercharging of the kind described above. 


The $40 charge proposed in the suspended tariff 
compares favorably with other icing charges approved 
by this Commission, and so far as we can judge from 
the present record it appears to be a reasonable one. 

We hold, therefore, that the respondents have 
justified the proposed increase, and the order of sus- 
pension will be vacated. 





ORDER. 


It appearing, That on August 4, 1913, the Commis- 
sion entered upon an investigation concerning the pro- 
priety of the increases and the lawfulness of the rates, 
charges, regulations, and practices stated in the sched- 
ules contained in a tariff designated as follows: The 
Missouri Pacific Railway Co., St. Louis, Iron Moun- 
tain & Southern Ry. Co., I. C. C. No. A2376, and sub- 
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sequently ordered that the operation of said schedules 
contained in said tariff be suspended until June 5, 1914; 

It further appearing, That a full investigation of 
the matters and things involved has been had, and that 
the Commission has, on the date thereof, made and 
filed a report containing its findings of fact and con- 
clusions thereon, which said report is hereby referred 
to and made a part hereof: 

It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the 
operation of said schedules be, and they are hereby, 
vacated and set aside as of April 1, 1914. 


It is further ordered, That a copy hereof be forth- 
with served upon the carriers respondent herein parties 
to said schedules, and that a copy hereof be filed with 
said schedules in the office of the Commission. 


CARLOAD CATTLE RATES 


CASE NO. 5690 (29 I. C. C., 664-666) 


WOODWARD-BENNETT CO. VS. SAN PEDRO, LOS 
ANGELES & SALT LAKE RAILROAD .CO. 


Submitted Sept. 8, 1913. Decided March 2, 1914. 


1. Charges collected by defendant for the transportation of 11 
carloads of cattle from Nephi, Utah, to Los Angeles, Cal., 
found to have been in accordance with published tariffs and 
not shown to have been unreasonable. 

2. Defendant’s tariff, which names carload rates on cattle de- 
pendent upon the number of cars shipped, held to be un- 
lawful. 

Isidore B. Dockweiler for complainant. 


A. S. Halsted for defendant. 
Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation with offices at Los 
Angeles, Cal. By complaint, filed April 7, 1913, it alleges 
that unreasonable charges were collected by defendant 
for the transportation of 11 carloads of cattle from Nephi, 
Utah, to Los Angeles. Reparation is asked. 

Seven of the carloads described in the complaint were 
forwarded from Nephi on Feb. 11 and the other four on 
Feb. 12, 1913. At the time defendant maintained four 
specific rates for the transportation of cattle in carloads 
from and to the points in question. One rate was $133 
per standard 36-foot car and applied to shipments of less 
than 8 carloads; another was $118 per standard 36-foot 
car and applied to shipments of 8 to 14 cars; another 
was $106 per standard 36-foot car and applied to ship 
ments of 15 to 19 cars, and another was $99 per standard 
36-foot car and applied to shipments of 20 cars or more. 
Each of these rates was subject to certain restrictions 
named in the tariff, not necessary to be here detailed. 
A tariff effective Aug. 25, 1913, which canceled the issue 
naming the rates in effect at the time of the shipments 
here involved, provides two specific rates on cattle, 
namely, $133 per car on shipments of less than 20 cars 
and $99 per car on lots of 20 or more cars. The other 
items, which named rates on 8 and 15 car lots no longer 
apply to shipments from Nephi, but similar rates on car 
lots are still maintained from various other points. 


There is no allegation in the complaint that the rate 
for less than 8 cars was unreasonable or otherwise in 
violation of the act. At the hearing it was stated in 
behalf of complainant that no claim is made that any 
of the rates on cattle from Nephi to Los Angeles are 
unreasonable. Complainant’s claim for reparation is based 
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upon the fact that 11 cars were ordered of defendant 
prior to the shipment; that in the order the date was 
named on which complainant desired to load and ship 
the cattle; that defendant was unable to furnish more 
than 7 cars on the day named in the order; that com- 
plainant loaded the 7 cars and sent them forward on the 
day they were furnished, and that the other 4 cars were 
furnished and shipped on the next day. ‘The rate of $133 
was charged on each carload, and it is alleged by com- 
plainant that this rate was, under the circumstances de- 
scribed, unlawful to the extent that it exceeded the rate 
of $118 on shipments of 8 cars or more. 


This case presents indirectly the validity of an 8-car 
rate lower than the rate for shipments of from 1 to 7 
cars. In repeated decisions the Commission has held that 
the mere fact that certain traffic is hauled in trainload lots 
cannot be made the basis of rates different from those ap- 
plied to shipments in single carloads. Rickards vs. A. C. L. 
R. R. Co., 23 I. C. C., 239 [The Traffic World, April 27, 
1912, p. 842]; Anaconda Copper Mining Co. vs. C. & E. 
R. R. Co,, 19 I. C. C., 592 [The Traffic World, Dec. 31, 
1910, p. 982], and Carstens Packing Co. vs. O. S. L. R. R. 
Co., 17 I. C. C., 324. [The Traffic World, Jan. 8, 1910, p. 40.] 
In Planters’ Compress Co. vs. C. C. C. & St. L. R. R. Co., 
11 I. C. C. 382, we said, at page 402: 


Something akin to this principle was decided by the Com- 
mission during the first year of its existence. This was a case 
where a carrer allowed a discount from its coal rates to con- 
signees receiving less than 30,000 tons a year. This was held 
to be unlawful on the ground that it was a condition which 
most shippers could not meet, and Judge Cooley in that case, 
speaking of the carriers’ offer of a lower rate on 30,000 tons 
years shipments, said that ‘‘a discrimination which should so 
limit the offer that a part of those who could and might desire 
to accept it would be excluded from its benefits, would for that 
very reason be unjust and indefensible.’’ (Providence Coal Co 
vs. Providence & W. R. Co., I. C. C., 107) 

It is upon the same theory that a lower rate for a trainload 
than for a carload is regarded as unlawful; because it is in 
effect allowing lower rates upon a condition which only a few 
shippers can comply with and consequently is an injustice to 
those unable to ship the required quantity. 

Upon the evidence in this case the Commission may 
not properly award the reparation sought by complainant. 
The rate charged was in accordance with defendant’s 
published tariff. To make the order here asked would 
be a recognition of the principle that defendant may law- 
fully make its rates dependent upon the number of cars 
shipped. The Commission has approved carload rates 
which are less per 100 pounds than the less-than-carload 
rate on the same commodity, but has never extended the 
principle so as to justify trainload or wholesale rates of 
any character. Carstens Packing Co. vs. O. S. L. R. R. 


Co., supra. 

The tariff in effect when these shipments were made, 
as above stated, named four rates from Nephi to Los 
Angeles on cattle, dependent upon whether they were 
shipped in 1, 8, 15 or 20 car lots. The current tariff con- 
tains single carload rates and lower rates for 20 or more 
ears. In our opinion, provisions of this kind are unlawful. 
Defendant will be expected to eliminate them from its 
tariffs and to establish in lieu thereof carload rates ap- 
plicable. to any number of cars. There is no basis of 
record for determining the amount of such rates, but it 
does not follow, as a matter of course, that they should be 
as high as the present rates for single car lots. If this 
is not done within 90 days from the date hereof, the 
Commission will take such further steps as may be ap 
propriate to give force to the views herein expressed. 
The case will be held open for the purpose of such fur- 
ther proceedings with respect to the correction of de- 
fendant’s tariffs as may be necessary. 
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RATES ON LIVE STOCK 
CASE NO. 5830 (29 I. C. C., 669-671 
WICHITA BUSINESS ASSOCIATION VS. KANSAS CIT) 
MEXICO & ORIENT RAILWAY CO. ET AL. 


Submitted Jan. 2, 1914. Decided March 2, 1914. 


Rates on live stock in carloads from points on lines of 4 
fendants in Texas and Oklahoma via Altus, Okla., 


Wichita, Kans., found unreasonable. Reasonable joint rates 


prescribed for the future. 


Martin E. Casto for complainant. 

C. L. Fontaine for Wichita Falls & Northwestern Rai! 
way Co., Wichita Falls & Northwestern Railway Co. of 
Texas, Wichita Falls & Southern Railway Co. and Wichita 
Falls & Wellington Railway Co. of Texas. 

Chester I. Long for receivers of the Kansas Cit) 
Mexico & Orient Railway Co. 


Report of the Commission. 


BY THE COMMISSION: 

The Wichita Business Association is a voluntary or 
ganization for the- purpose of advancing the commerc: 
industry and public interests of the city of Wichita, Kan 
Its complaint here asks that defendants be required to 
establish certain joint rates on live stock in carloads to 
Wichita from points in Texas and Oklahoma via the lines 
of the Wichita Falls & Northwestern Railway Co., the 
Wichita Falls & Northwestern Railway Co. of Texas, the 
Wichita Falls & Southern Railway Co. and the Wichita 
Falls & Wellington Railway Co. of Texas (all hereinafte: 
collectively referred to as the Wichita Falls route) to 
Altus, Okla., and the line of the Kansas City, Mexico & 
Orient Railway Co. (hereinafter called the Orient) beyond. 

What is really sought here is the re-establishment of 
the joint rates published by defendant carriers in accord 
ance with the decision in Investigation of Alleged Un 
reasonable Rates on Meats, 22 I. C. C., 160 [The Traffic 
World, Jan. 6, 1912, p. 3]. The rates from these points 
of origin to Wichita were made effective not only via 
the lines of the Wichita Falls route and the Orient, but 
also via the Wichita Falls route to Woodward, Okla 
thence via the Atchison, Topeka & Santa Fe to Wichita; 
to Elk City, Okla., and Mangum, Okla., thence via th: 
Chicago, Rock Island & Pacific to Wichita, and to Altus, or 
Frederick, Okla., thence via the St. Louis & San Fran 
cisco to Wichita. 


The rates via the Atchison, Topeka & Santa Fe, Chi 
cago, Rock Island & Pacific, and St. Louis & San Fran 
cisco routes have been continuously in effect to the pres 
ent time. A dispute arose between the Wichita Fall 
route and the Orient over the divisions of the rates via 
Altus, as a result of which the joint rates to Wichita 
were canceled via their lines, those from Texas points 01 
May 30, 1912, and those from Oklahoma points on Mar 
24, 1913. 


Upon hearing it was admitted by defendants that th: 
joint rates asked for by complainant are reasonable: 
was also admitted that the cancellation of such rates w: 
due to the failure of defendants to agree upon division 
The record before us indicates that the route via Altus 
and the Orient is a highly desirable one, so much 
that since the joint rates were canceled shippers ha\ 
frequently paid the combinations of intermediate rat: 
via that route rather than ship over competitive rout: 
via which the lower joint rates are applicable. It 
stated in evidence that the through rates, made up of th 
combinations of intermediate rates, are from $4 to $1 
per car higher than the joint through rates previously i! 
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effect. The record contains much testimony with respect 
to the dispute over divisions, and the Orient asks the 
Commission in this proceeding to determine the contro- 
yersy. The Wichita Falls route, however, objects to such 
a disposition of the controversy, and insists that the ques- 
tion of divisions is not properly before the Commission 
in this proceeding. We are of opinion that the contention 
of the Wichita Falls route is well founded. Complainant 
has no interest in the question of divisions, and we have 
no evidence in the record upon which to determine the 
amount that each of the defendants is entitled to out of 
the joint rate. If the joint rates which were formerly in 
effect are restored and the carriers then cannot agree 
upon the divisions thereof, they may present that question 
to the Commission in the manner prescribed in the act. 

In view of the evidence of record we are of opinion, 
and find, that the application by defendants of existing 
combinations of intermediate rates for the transportation 
of live stock in carloads from points on their lines in 
Texas and Oklahoma to Wichita, via Altus, is unreason- 
able. We are further of the opinion that an order should 
be entered requiring defendants to re-establish the joint 
rates on live stock in carloads from points on their lines 
in Texas and Oklahoma to Wichita, via Altus, which were 
published as a result of the Commission’s decision in 
Investigation of Alleged Unreasonable Rates on Meats, 
supra, and canceled by them as above stated. 

We may remark that the action of defendants in 
canceling these rates, which had been found reasonable, 
merely because of a dispute over divisions, was unwar- 


ranted. 





ORDER. 

This case being at issue upon complaint on file, and 
having been duly heard and submitted by the parties, and 
full investigation of the matters and things involved having 
ben had, and the Commission having, on the date hereof, 
made and filed a report containing its findings of fact 
and conclusions thereon, which said report is hereby re- 
ferred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before May 15, 1914, and for a period of 
not less than two years thereafter to abstain from charg- 
ing, demanding, collecting or receiving their present rates 
for the transportation of live stock in carloads from points 
on their lines in Texas and Oklahoma to Wichita, Kan., 
via Altus, Okla., which rates’are found in said report to 
be unreasonable. 

It is further ordered, That the above-named defend- 
ants be, and they are hereby, notified and required to re- 
establish, on or before May 15, 1914, upon notice to the 
Interstate Commerce Commission and the general public 
by not less than five days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after said 
May 15, 1914, to maintain and apply to the transportation 
of live stock in carloads from points on their lines in 
Texas and Oklahoma to Wichita, Kan., via Altus, Okla., 
joint rates which shall not be higher from said points 
in Texas than the rates in effect on May 29, 1912, and 
which shall not be higher from said points in Oklahoma 
than the rates in effect on March 23, 1913, the through 
routes over which such joint rates shall apply from the 
Texas points to be maintained in conformity to those 
named in Leland’s tariff I. C. C. No. 884, item No. 1416, 
and from the Oklahoma points in conformity to those 





THE TRAFFIC WORLD 619 





named in Leland’s tariff I. C. C. No. 951, items No. 3 
and No. 17. 


DUTY TO WATER LINE CARRIERS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. CO. 


The Commission will soon be under the necessity of 
deciding just what its duty is in respect to the railroads 
owning or controlling water lines, which file applications 
for permission to continue the present relationship. Under 
the terms of the Panama canal sections of the Act to 
regulate commerce such ownership or control will be 
unlawful after July 1, unless the Commission, after ap- 
plication and hearing, shall be of the opinion that it is 
in the public interest that the relationship between the 
land and water carrier shall continue. 

The law, however, sets no limit within which applica- 
tions for a continuance shall be filed. In that respect it is 
inferior to the amended fourth section act, which sets 
a time limit within which applications for relief from its 
provisions must be filed. All fourth section orders per- 
mitting. disregard of the long-and-short-haul clause now 
being issued are based upon applications filed within the 
limit. 

The water carrier section also provides that applica- 
tions for relief, “which for any reason” may not have 
been passed upon prior to July 1 may be considered and 
disposed of after that day. 

It has already become obvious that it will be phys- 
ically impossible for the Commission to pass upon all 
applications now pending. It naturally follows that there 
is less hope of an opportunity to act upon applications 
that may be filed between now and June 30, the last day 
of the time when the relations between a given railroad 
and its water line may be presumed to be lawful. 

The failure of Congress to set a limit within which 
applications for relief may be filed makes it certain that 
after July 1 the Commission will be considering applica- 
tions for the continuance of ownership or control which 
the letter of the statute has already declared to be un- 
lawful. 

It is understood that the questions arising under the 
water line amendment have been informally discussed 
among the Commissioners, but that they have reached a 
conclusion as to how they shall undertake to deal with 
the situation in advance of July 1. The Commission, in 
a letter to carriers concerned, suggested that it expected 
them to have their applications on file before March 31, 
but the fact is patent that the Commission cannot impose 
any penalty by reason of the failure of a carrier to obey 
that suggestion, because there is nothing in the statute 
imposing any such duty upon a carrier. 

A contrary view has been canvassed, but the weight 
of opinion seems to be that the Commisison must con- 
sider applications made at any time prior to July 1. 
Whether the Commission may issue temporary relief or- 
ders, such as the temporary relief fourth section orders, 
has also been considered, but that also is without decision. 


CALIFORNIA WAREHOUSE INQUIRY. 

The California Railroad Commission has instituted an 
investigation on its own initiative into the rules, regu- 
lations and practices of San Francisco warehouses. The 
initial hearing has been set for Tuesday, April 7, before 
Commissioner Eshleman. 
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Argument Against Spotting Charge 


National Industrial Traffic League Files Brief with Commission 
—No Reason for Departure, It Says 


The National Industrial Traffic League, through its 
attorneys, Luther M. Walter and John S. Burchmore, has 
filed with the Interstate Commerce Commission its brief 
on the question of the propriety of a charge for delivery 
of cars upon industrial sidetracks, otherwise known as 
a “spotting charge.” The brief points out that there 
is a difference of opinion and an uncertainty as to the 
precise proposition under consideration. This uncer- 
tainty, it says, is not only the result of the lack of any 
formal order or complaint defining the meaning and 
scope of the inquiry, but arises out of the indefiniteness 
of the language used by counsel for the Commission, 
who at times refers to a spotting service and the pro- 
posed charge therefor as meaning one thing and at other 
times as apparently meaning something else. Under one 
view the proposition involves the propriety of initiating 
a charge for merely delivering the car on a private side- 
track. Under another view the suggestion is that no 
charge be made for merely placing the car on the side- 
track so as to clear the main line, but that a charge 
shall be established for any service of placement at a 
particular spot. 


Discussion in the brief is not directed, however, 
toward a charge for spotting in the technical sense; It 
is assumed that in order to avoid possible discrimination 
between sidetrack shippers, there might be a charge for 
the mere placing of the car upon the industrial sidetrack. 
Counsel particularly had in mind a query of a Commis- 
sioner at one hearing wherein he predicated a question 
to a witness upon an assumption of a charge of $1 for 
switching a car on to a private sidetrack. 


Value of Service Small. 


Of the witnesses who appeared in this investigation, 
it is pointed out, few would avail themselves of any 
service of the carrier in spotting the car at any par- 
ticular spot, if a charge of more than a few cents a 
car were made for such service. Many of the witnesses 
stated that they had already established or would estab- 
lish a system whereby cars could move upon their side- 
tracks by some sort of mechanical power. The record 
discloses that such a system is of small initial expense, 
and can be maintained at a minimum cast, and a spotting 
charge of a very few cents a car would justify the 
shipper in installing such a system. Many instances are 
disclosed where a sidetrack is so short that the mere 
placing of the car thereon automatically spots the car. 
The shipper can, the brief says, by giving to the switch- 
ing crew anything from a smile to a suit of clothes, ob- 
tain particular service upon the sidetrack without asking 
for the spotting of his cars. 


“A direct statement,” the brief says, “has been made 
that the imposition of a spotting charge will end a sup 
posed discrimination that has been laid upon the small 
shipper who drays his freight or receives an occasional 
car on a public team track and will force the big shipper 
who has received it heretofore free of cost, to pay for 
a service supposed to be expensive to the carriers, and 
which is of value to the big shipper because it saves 
him drayage. Of course, the law recognizes no such 
terms as ‘small shipper’ and ‘big shipper.’ Not only 


is the record wholly lacking of any complaint by any 
shipper, large or small, who uses team tracks, that the 
delivery of carload traffic without additional charge op 
private sidetracks is preferential, but the record is ful] 
of evidence that the suggestion for a spotting charge 
has met with and is meeting unqualified disapproval )y 
all classes of shippers.” 


No Concrete Case. 


Because there is no concrete proposition presented 
for brief or argument, counsel set out that they are 
therefore compelled to discuss the situation in its broad 
est aspects and in a general way. The following propo 
sitions, therefore, they find to be properly the subject 
of discussion: 


“1. Industrial sidetracks are parts of the terminal 
facilities of the carriers and service over said tracks is 
part of the transportation which the carrier is required 
to furnish under the Act to regulate commerce. 


“2. The owner of an industrial sidetrack is entitled 
to compensation from the carrier for the use of that track 


“3. The establishment of a charge for service upon 
the industrial sidetrack when no similar charge is pub- 
lished for a like service upon team tracks of the carrier 
is an unjust discrimination in violation of section 
the Act to regulate commerce. 

“4. The present method of publishing transportation 
charges violates no provision of the law and is conducive 
to the best interests of the shipper, the carrier and the 
public.” 

“Summarizing the practical effect of these legal! prop 
ositions,” the brief says, “the team tracks and freight 
terminals owned and provided by the carriers themselves 
are wholly inadequate to take care of the traffic and the 
shippers who furnish so-called private sidetracks 0 
industry tracks are providing necessary railroad fa: ilities 
and relieve the carriers of a large investment expersé 
The cost of delivering a car on a private sidetrack 0 
spotting a car on an industry track is not greater 2 
most cases or on the average than the cost of deliverils 
on team tracks, excluding the carriers’ investment 
the team track. Including such investment, the team track 
delivery is far more costly to the carrier than any 5) 
ting service performed on an industry track. The shippe 
should not be penalized by a charge for sidetrack de- 
livery, for spotting cars, and be denied compensation for 
the facilities that he furnishes simply because he ma) 
receive some benefit from such delivery not attachils 
to the team track delivery.” 

Ownership Not Important. 


In discussing the first proposition the brief quotes 
vyoluminously from decisions of courts and of the Com 
mission itself in support of the contention of « yunsel. 
It is contended that from the language of the statute 
it is apparent that Congress intended that the owner 
ship either of cars or tracks should not affect the ap?” 
cation of the act. Many cases are cited to show that 
transportation begins where the car is loaded, and 1s 
not completed until the car is finally placed at th: point 
where it is unloaded. This, it is contended, is the vie" 
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of the Commission, as expressed in the Los Angeles 
switching case. 

As to the second proposition, the brief says, section 
15 of the Act to regulate commerce has been interpreted 
both by the Commission and the courts so that there 
should no longer be any doubt as to its meaning. It 
was adopted by Congress to give the carriers authority 
to make, and the Commission power to require, payment 
to the shippers for any facilities which the shipper fur- 
nishes the carrier, it is argued, and furnishing of track 
to the carriers is the furnishing of an instrumentality 
used in transportation. 

The Commission has found, counsel say, that spur- 
tracks or industrial sidetracks relieve the carrier of the 
necessity of providing additional team tracks and addi- 
tional freight houses. It is pointed out that without the 
industrial sidetrack it would be a physical impossibility 
for the carriers to accept or deliver carload traffic in 
the larger terminals of the country. Under the decisions 
of the courts the carriers are compelled to furnish places 
for loading and unloading. Under section 15 a shipper 
is entitled to have reasonable compensation from the 
earrier for the use which the carrier makes of the in- 
dustrial sidetrack. 


Allowance to Shipper Suggested. 


In this investigation, it is pointed out, the Commis- 
sion’s attention should have been directed, not to de 
termining the propriety of making, or the amount of, a 
charge against the industrial sidetrack shipper, but to 
determining the propriety of making an allowance to the 
shipper for the use of his sidetracks by the carrier. 


As to the third proposition, it is stated that not only 
would there be a discrimination in rates, if a charge 
were established for service upon the industrial sidetrack 
with no similar charge for service upon public team 
tracks, but there would be an unjust discrimination in 
the services accorded the two classes of shippers. The 
record, it is stated, is bare of any detailed information 
as to the cost to the carrier, either of service or invest- 
ment, in handling carload freight to or from team tracks 
and to or from industrial sidetracks, but the time con- 
sumed by the engine and crew in making certain switch- 
ing movements in Philadelphia was presented by a wit- 
ness for that company, who said that as to a particular 
district it was perhaps slightly more expensive to move 
carload freight from the breaking-up yard to certain in- 
dustrial sidetracks than to move it to certain freight 
stations. The investment, however, in the grounds and 
tracks, was not taken into consideration, nor was any 
consideration given to the value of the sidetrack property 
furnished by the shipper. 


In dealing with the fourth proposition the brief says: 
“The psychology of this present case is most interesting. 
This Commission has never been swayed in its decision 
by considerations of political expediency or of public 
approval. The moment such considerations control or 
direct the determination of this Commission, that moment 
the Commission has ceased to be in accord with the law. 
The carriers in Official Classification territory are de- 
manding increased revenues with which to make addi- 
tional improvements in instrumentalities and facilities as 
well as in service to the general public. To the extent 
that additional revenue is necessary to improve the service 
to the general public, that additional revenue should 
come from the general public who will have the benefit 
of the improved service. To the extent that additional 
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revenue is necessary to furnish additional facilities and 
instrumentalities of transportation, such additional reve- 
nues should be furnished by those who will enjoy the 
additional facilities and instrumentalities. Whatever is 
the amount of objection made by shippers against the 
5 per cent advance, objection is tenfold greater to any 
proposed ‘spotting’ charge. 


An Unpopular Plan. 


“No more unpopular and unsatisfactory proposition 
has been presented than the one embodied in the present 
investigation. The objections given by the many ship- 
pers who have testified in this proceeding are based upon 
principle and not upon financial considerations. They 
regarded it as inherently unfair to establish a charge 
against the sidetrack shipper who has already paid for 
the service for which it is proposed an additional charge 
be made, by furnishing the carrier a terminal when at 
the same time no similar charge is made against the 
team-track shipper who uses the most expensive of the 
carrier’s terminals. 


“There is no reason and no justification for a de- 
parture from the present method of publishing freight 
rates. Millions of dollars have been invested by the ship- 
pers of this country in industrial sidetracks in order to 
supplement the inadequate terminal facilities of the car- 
riers. And these investments, made on the faith of more 
than half a century of railroad custom upon an unbroken 
line of decisions by this Commission and by the courts, 
should not be destroyed. The Commission should, as 
early as possible, make announcement that there is no 
justification for any change in the method of publishing 
freight charges. One indivisible freight rate on one indi- 
visible service by the carrier from point of loading to 
point of unloading should be affirmed as the cardinal 
principle in rate making and thus should the Commission 
put at rest the flood of theories and vagaries that now 
are sought to be injected into transportation economics 
of this country.” 


EFFECTIVE DATE POSTPONED 





Owing to the inability of the Commission to say 
when it will be able to decide fourth section applications 
relating to Southeastern territory, although it expects to 
be able to announce decisions soon, it has indefinitely 
postponed the effective date of its orders in the com- 
plaints of Pelham and Camilla against the Atlantic Coast 
Line and others; Vienna against the Georgia Southern 
& Florida, Douglas against the Atlanta, Birmingham & 
Atlantic, Montezuma against the Central of Georgia, La 
Grange against the Atlanta & West Point, and Atlanta 
Freight Bureau against the Nashville, Chattanooga & St. 
Louis. 


All these orders affect the rate situation in southeast- 
ern territory so vitally that until the fourth section ap- 
plications also touching the same rates are disposed of, 
allowing the order with regard to one or more to become 
effective in advance of decisions on the applications 
would produce a chaotic condition. Naturally the Georgia 
places which won their specific complaints wish to reap 
the benefit of the decisions, but the Commission cannot 
allow them to go into effect in advance of its decisions 
on the applications to disregard the long-and-short-haul 
clause of the fourth section. 
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CALIFORNIA TERMINALSITUATION 
Complications Arise as a Result of Attempted 
Adjustment by Southern Pacific, in 
the Santa Rosa Case 





Speaking of the Interstate Commerce Commission’s 
decision in the case of the Santa Rosa Traffic Association 
vs. the Southern Pacific (The Traffic World, Jan. 31, 
p. 216) and of the adjustment made by the Southern 
Pacific Co. to comply with the Commission’s order in 
that case, “The Bulletin,” which is issued by the Southern 
Pacific Co. Bureau of News, says: 

“In view of the fact that San Jose, Marysville and 
Santa Clara are to be deprived of terminal freight rates 
after April 1, as the direct result of the Interstate Com- 
merce Commission’s decision in the Santa Rosa case, a 
review of the situation showing the position of the Santa 
Fe, Southern Pacific, Western Pacific and Northwestern 
Pacific in the case is of especial interest at this time, be- 
cause of the opening of the Panama Canal. It shows 
that these carriers were practically forced to withdraw 
terminal rates from the three points mentioned because 
of the Interstate Commerce Commission’s insistence upon 
its last order in the case and even though they desired 
to allow San Jose, Santa Clara and Marysville to retain 
the terminal rates. : 

“The first decision of the Interstate Commerce Com- 
mission in the Santa Rosa case was rendered June 4, 
1912, by Commissioner McChord and required terminal 
rates to be granted Santa Rosa if they were continued 
at Marysville, Santa Clara and San Jose. 

“This case had been strenuously resisted by the Santa 
Fe, Southern Pacific, Western Pacific and Northwestern 
Pacific, representing all transcontinental lines. Upon the 
issuance of the order of June 4, the Southern Pacific Co. 
immediately petitioned for a rehearing, which was granted, 
and the order of the Commission was suspended. 

“The rehearing was held in San Francisco. All the 
above carriers endeavored by testimony and argument to 
sustain the existence of terminal rates at San Jose, Santa 
Clara and Marysville and other California terminals, show- 
ing that Santa Rosa was not in competition with any 
of these terminals, and was not as favorably located as 
to terminals and was not entitled to terminal rates. 


“The chambers of commerce of Marysville, San Jose 
and Santa Clara intervened in the case and were heard 
at the rehearing. The carriers supported fully the de- 
mands made by the representatives of San Jose, Santa 
Clara and Marysville, and the case was presented to the 
Commission after a strong argument by the railroad at- 
torneys and the representatives of the three terminal 
points involved, to the effect that the present business 
conditions should not be disturbed and that there was 
ample precedent in the Commission’s own decisions in 
the Santa Barbara and Ventura cases for the denial of 
terminal rates to Santa Rosa without affecting the rates 
at Marysville, San Jose or Santa Clara. 


“However, the Commission decided on Jan. 5, 1914, 
there was discrimination against Santa Rosa by the con- 
tinuance of terminal rates at Marysville, San Jose and 
Santa Clara and the carriers were ordered to ‘remove 
the discriminations.’ On the face of this order this dis- 
crimination could have been removed in two ways: 


“(1) By granting Santa Rosa terminal rates. 
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“(2) By withdrawing terminal rates from San Jose, 
Santa Clara and Marysville. 

“The opinion of the Commission, however, plainly 
showed the intent was to cause the removal of termina! 
rates from the interior cities. Further, the finding ot 
discrimination as to Santa Rosa left no alternative to 
the carriers except to withdraw terminal rates from th: 
three cities mentioned. Had the first alternative been 
accepted, the demands of all interior towns for simila 
treatment would have been as well founded as. those of 
Santa Rosa, and the result would inevitably have been 
to cause other findings of discrimination to be made which 
would have resulted in many other interior points secur 
ing the advantage of terminal rates to which they were 
not entitled by reason of water competition or other 
competitive features. 

“The insistence of the Commission upon its order in 
the case caused all of the California terminal lines to 
review the situation with their respective counsel and 
the result was that on February 18 instructions were 
given by the Santa Fe, Southern Pacific, Western Pacifi 
and Northwestern Pacific to withdraw the terminal] rates 
from Marysville, San Jose and Santa Clara. 

“The order of the Commission affected all of the Cal 
ifornia roads because Santa Rosa, Santa Clara, San Jose 
and Marysville are each served by all the California 
carriers, either directly or by the maintenance of through 
routes and joint rates between the California roads. The 
carriers, however, favored the retention by San Jose, 
Santa Clara and Marysville of terminal rates. They even 
sent their counsel to Washington to urge this. Under 
the ruling of the Commission, however, they were helpless 
to do other than withdraw the rates.” 

The adjustment proposed by the Southern Pacific Co 
is not satisfactory to San Jose, Santa Clara and Marys 
ville, and a complaint is being prepared naming 182 
other California cities now enjoying terminal rate privi 
leges and alleging discrimination in their favor and against 
San Jose. 

In speakng of the situation, Prof. Stuart Daggett of 
the Department of Economics of the University of Cal 
ifornia, says: 

“San Jose has two possible courses of action, an 
appeal to the courts and an appeal to the Commission 
The meaning of the fourth section of the interstate com- 
merce law, relating to discrimination, has never been 
interpreted by the federal courts and forms a ground for 
appeal. The Supreme Court will not review a decision 
of the Commission based upon a -question of fact and 
cannot take up any question of discrimination that might 
be raised in this case, for that is a question of fact under 
the Commission’s jurisdiction. 

“San Jose has remaining, then, an appeal to the Com- 
mission, which may be made on several grounds—either 
that the present rates are unreasonable, that the present 
rates were determined by water competition and cannot 
now be changed, or that new conditions have arisen 
since the Commission made its decision. 

“The Commission has no equitive power. The effect 
its rulings may have upon the business of a community 
cannot weigh with it in its decision; it cannot make 
changes in railroad rates as a matter of public policy. 

“In San Jose’s new suit attacking the granting of 
terminal rates to 182 other cities, which they believ: 
are not entitled to them if San Jose is not, there is a 
possibility of success. Facts must be shown, though 
Water competition must be shown, physically and actu 
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lly, and the amount of business being done by water 
must be taken into account. It is not necessary to show 
vater competition at the present time—simply that when 
the city was originally designated as a terminal by the 
railroad, the railroad was forced to so designate it be- 
cause of then existing water competition. 

“San Jose would have no trouble in taking away 
terminal rates from most of the cities named in the 
complaint, but I understand this is not wanted. The 
other cities will be interveners, just as San Jose was in 
the Santa Rosa case. 

“The Interstate Commerce Commission has been wait- 
ing for just such a case as this for years. It is well known 
that the railroad companies, in granting terminal rate 
privileges, have assumed water competition where there 
was none, and in many such cases the Commission has 
reserved in its rulings the right to amend decisions upon 
the determination of just such a case as this promises 
to be. It has held consistently that water competition 
must be a physical fact and not an arrangement of the 
railroad or between rail and water carriers.” 


POSTPONEMENT INTERPRETED 


Action of the Commission in postponing the argu- 
ments on the spotting service part of the advanced rate 
case has generally been interpreted in the eastern part 
of the country as indicating that the Commission will 
dispose of the advanced rate case without passing upon 
the other phase of the subject. Most of the correspond- 
ents for eastern newspapers took the view that the action 
foreshadowed a decision some time in May or June. 

The chances are that even if the Commission an- 
nounces its decision in May or June, the new rates, for 
it is generally taken for granted that some increases will 
be allowed, will not become effective before July 1. 

The weight of opinion among those who have been 
following the case is that the Commission will require 
the railroads to keep within and below 5 per cent ad- 
vances in all instances and make a strenuous effort to 
leave the relationship of rates undisturbed. 


The bulk of the testimony against the advance has 
had to do with the relationship. Shippers, as a rule, have 
been indifferent as to what the rate itself was. Their 
only anxiety has been to preserve the relationship. A 
illustration of that anxiety was the objection of 
plasterboard manufacturers in Grand Rapids. Under the 
present rate they get into Chicago on a rate of 7% cents, 
while the Fort Dodge, Ia., manufacturers get into that 
market at 8 cents. Under the proposed rates Grand 
Rapids would pay the same as Fort Dodge, at least until 
the western lines were able to persuade the Commission 
that they are entitled to an increase similar to that 
which the general impression now is, will be given roads 
in Official Classification territory. 


fair 


Such a disturbance in relationships, witnesses have 
testified, would be much more objectionable than any 
ncrease in the rate itself. 

It is well to remark in this connection that no Com- 
missioner has given the slightest hint as to what he thinks 
on the subject or what any of his colleagues think. All 
this talk about the probability of an increase being al- 
lowed is what in newspaper parlance is called “dope.” 
its value, if it has any, arises from the fact that those 
ho have prepared it are not utterly ignorant of the 
value of testimony. 
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The general inquiry into the rates, practices, regu- 
lations and amount of capital employed in the transporta- . 
tion of anthracite coal, which was interrupted by the 
illness and death of Commissioner Marble, was resumed 
this week before S. H. Smith, attorney for the Commis- 
sion, acting as an examiner. 

Walker D. Hines appeared for the railroads Monday 
and made a general statement in their behalf, calling at- 
tention to the magnitude of the interests involved and the 
fact that in only two cases has the Commission ever 
ordered a reduction in anthracite rates. They were made 
in the Meeker and Marian Coal Co. complaints, which he 
said involved not more than 1 per cent of the tonnage. This 
inquiry then deals with 99 per cent of a tonnage running 
from 60,000,000 to 70,000,000. A 10 cent per ton reduction, 
he pointed out, would cut off from $6,000,000 to $7,000,000 
of revenue from the carriers that are before the Com- 
mission asking authority to increase their rates. 

The railroad side of the case was partially presented 
in the form of a mass of statistics, the witnesses being 
R. S. Dousman, auditor of traffic for the Lehigh Valley: 
A. P. Crawford, comptroller of the Erie; W. G. Vander- 
water, auditor of coal traffic for the Delaware, Lacka- 
wanna & Western; T. B. Koons, traffic auditor of the 
Central of New Jersey; Statistician Neale of the Phila- 
delphia & Reading; Mr. Mathieson of the New York, On- 
tario & Western, and R. H. Large, coal freight agent for 
the Pennsylvania system. 

The testimony of the latter was illuminating, in that 
he showed, by means of exhibits, that the average loading 
of cars in the anthracite trade that comes to the Penn- 
sylvania is small in comparison with the average loading 
of bituminous coal originating on the Pennsylvania sys- 
tem. His testimony was that the average loading of cars 
eastbound is only 84,840 pounds and westbound only 76,- 
480, while the average loading of soft coal is in the neigh- 
borhood of 100,000 pounds, the standard Pennsylvania soft 
coal car being 100,000 capacity, which the company allows 
to be loaded to 110,000 pounds. It has 10,000 cars with 
a marked capacity of 110,000 pounds which actually load 
from 114,000 to 115,000 pounds. 

In answer to a question, Mr. Large said that the 
smaller loading of anthracite cars hauled by the Pennsyl- 
vania is not due to the desire of consignees for smaller 
capacity cars, but to the fact that the connections from 
which the Pennsylvania receives its anthracite tonnage 
have smaller cars than the Pennsylvania has. 

The average loading figures are obtained in July every 
year, said Mr. Large, because climatic conditions then 
have a smaller effect on the loading than in any othet 
month. The average loading is affected by the loading 
in box cars, which is lighter than in coal cars. 

J. J. Hickey, appearing as attorney for the Commis- 
sion, reserved the right to cross-examine the witnesses 
until such time as he has had an opportunity to examine 
the exhibits. 

W. H. Williams, third vice-president of the Delaware 
& Hudson, was placed on the stand Monday afternoon 
and continued there nearly all of Tuesday, presenting 
exhibits to show that, tested by principles laid down by 
the Commission in other cases, the rates of that company 
onanthracite are not higher than rates on other com- 
modities hauled in carloads. The contrary has been 
asserted for many years. 

Mr. Williams had before him not only the printed 
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tables constituting his exhibits, but also printed text of 
what he intended to say, not merely with regard to 
conditions on the D. & H., but also upon other coal carrier 
roads. Objection was made to his testifying with regard 
to any road other than the D. & H. Mr. Hines and Ex- 
aminer Smith came to an understanding that when Mr. 
Williams had finished his testimony with regard to the 
D. & H. they would discuss whether Mr. Williams could 
qualify as an expert whose testimony would be of value. 
That understanding necessitated the exclusion from Mr. 
Williams’ early testimony of all reference to the other 
anthracite roads. The only exception to that rule was as 
to his first exhibit on Tuesday. In that one the average 
ton-mile receipts for each of the coalers, on anthracite, 
other freight and all freight, was allowed to go in be- 
cause it showed that it was compiled from the answers 
the carriers have made to the thirtieth question in the 
Commission’s schedule of data required from them. That 
table supports the contention that the average ton-mile 
receipts from hard coal are higher than receipts from 
other freight and all freight on each of the coalers ex- 
cept the New York, Susquehanna & Western, the New 
York, Ontario & Western, and the Erie. 

But Mr. Williams testified that that table was mis 
leading, because it showed only a superficial examination 
of the whole subject. It takes no account of the short 
haul which anthracite receives, no account of the fact 
that as to the coal roads, anthracite is the same as the 
local freight of other roads, that it originates on the 
line of the delivering carrier and all the terminal charges 
must be spread over the short-line haul, while much of 
the other freight is part of long hauls on which the anthra- 
cite carrier stands only one terminal expense. 

Summarized, Mr. Williams’ testimony was that when 
groups are considered, the average receipts per ton-mile 
of the D. & H. are as follows: 

Anthracite, total, 6.2; domestic sizes, 6.3; steam sizes, 
including pea coal, 6.0; steam sizes, excluding pea, 5.8. 

Bituminous coal received from other roads, 8.1 mills; 
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other commodities, 7.3; average for all, 6.4. 


COMMISSION ORDERS REFUNDS. 


The railroad commission of Wisconsin has ordered 
that the Chicago, St. Paul, Minneapolis & Omaha Railway 
Co. refund to the New Dells Lumber Co. the sum of 
227.80 for exorbitant charges on seventeen cars of ties 
and rails shipped between two spurs of track, both on 
the defendant company’s line, a little over two miles 
apart. The reasonable charge, it was held, should have 
been one dollar a car instead of the class rate. A re- 
fund of $104.33 is ordered to the Peshtigo Lumber Co. 
from the Chicago, Milwaukee & St. Paul, the Wisconsin 
& Michigan, and the Wisconsin & Northern Railroad 
companies. The rate charged is held to be illegal be- 
cause it was higher to an intermediate point than to a 
more distant point. 


SUES SOUTHERN PACIFIC. 


Suit for $115,500 penalties against the Southern Pa- 
cific Co. was filed at San Francisco Thursday by the 
government in the United States District Court. The 
suit is supported by a complaint charging that the com- 
pany has repeatedly refused to comply with the Interstate 
Commerce Commission’s demand to inspect its files and 


records. 
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CINCINNATI VIEWS ON SPOTTING 


The Cincinnati Chamber of Commerce and Merchant 
Exchange have submitted to the Interstate Commer 
Commission their brief in the matter of the proposed 
charges for spotting cars on industrial spurs or privat: 
sidetracks. Summarized, their views are as follows: 

Spotting is not a free service, but is an integral part 
of the entire transportation service, and the cost is 
cluded in the rate. If the freight rates for the entire 
service are now inadequate, this evil should be ren: 
died, not by setting up separate charges for termina 
services, but by proper increases in the rates themselves. 

Delivery and spotting on industrial or private tracks 
costs the carrier no more than delivery upon the tean 
tracks, which latter delivery the carrier is obligated 
make and for which no additional terminal charge 
suggested. 

The industrial spur is not a mere plant facility, 
is of inestimable value to the earrier and to the shipping 
public at large, including the team track shipper. 

Delivery and spotting on industrial tracks does 
constitute unjust discrimination against team track sbi 
pers, and the latter class of shippers make no such 
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complaint. 

Spotting service for larger industries having several 
tracks and handling a large number of cars containing 
different kinds of commodities, is relatively neither more 
expensive nor complex than the service rendered the 
smaller shipper. 

If additional revenues are needed, it is manifestly 
unfair to attempt to assess a separate terminal charg: 
on part or all of the carload and heavy or low-grad: 
traffic, if, as claimed by prominent railroad officials, su 
traffic is already paying, as compared with L. C. L. and 
high-grade traffic, its full share, or more, of the trans 
portation expense. 

Additional revenues derived from _ spotting charg 
would accrue principally to the stronger and more pros 
perous roads. 

If a spotting charge is allowed, discrimination wil! 
result between different classes of shippers using indus 
trial spurs, and the revenue from the spotting charg: 
will be much less than is now anticipated. 

Protest is against a spotting charge for the initial 
placing of cars for loading or unloading. Second spotting 
or strictly intra-plant movements should be and now ar 
paid for. 


DEMURRAGE RULES MODIFIED. 

The Public Utilities Commission of Ohio, in thie 
case of the Ohio Shippers’ Association against the Akr 
& Barberton Belt Railroad Co. and others, has ordere‘ 
a modification of the demurrage rules applicable in | 
state. The rules as modified appear in full in Ord 
No. 433. 


APPLES ARE APPLES. 
it makes no difference whether an apple is des 
tined to be eaten while still succulent or dried, tle 
grower is entitled to have it transported by rail at tli 
same rate. This is the finding of the State Railroad 
Commission of California. Rivers Bros. of Los Angeles 
have been shipping apples from Beaumont to Los An 
geles. The Southern Pacific charged $2.75 a ton for 
just apples and $1.75 a ton for apples consigned to al 
ners. Rivers Bros. complained that this was a discrimi 

nation, and the commission upheld them. 
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COMPANY NOT RESPONSIBLE 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Luilding, Washington, D. C. 


In the complaint of the C. S. Brackett Co. against 
the Great Northern Express Co., the Commission holds 
that the express company in following routing instruc- 
tions on a package is not responsible for charges result- 
ing from the fact that the destination to which the 
package was sent in accordance with the address on 
the package is not the place to which the shipper de- 
sired it to go. In this instance the package was for- 
warded to the address on the package. The agent, how- 
ever, signed a prepared receipt presented to him by the 
shipper, in which the latter used the address to which 
he really desired the package presented. 

On the basis of that receipt the complainant con- 
tended that the express company should have disre- 
garded the address on the box and followed the instruc- 
tion on the receipt. In this case the carrier, being 
unable to make delivery at the wrong address, was 
directed to return the box to Minneapolis. It collected 
charges both ways, in accordance with its tariff. 





OPENS NEW TERMINALS 





The Minneapolis, St. Paul & Sault Ste. Marie Railway, 
familiarly known as the “Soo” Line, formally opened 
its new freight terminals in Chicago Thursday, by an 
inaugural luncheon and inspection. 

Fully 2,500 shippers and railway officials accepted the 
hispitality of the “Soo” and inspected what is said to be 
the largest and best equipped freight terminal in the 
West. 

The outbound freight house has a track capacity of 
140 cars, the inbound, 100 cars and there are 125 receiving 
and delivering doors. 


NEW HAMPSHIRE COAL RATES 





A recent order of the New Hampshire railroad com- 
mission is intended to eliminate many existing discrimi- 
nations in coal rates from coal-shipping points to various 
parts of this state. In making this maximum schedule 
the commission has considered that present coal rates are, 
generally speaking, already as high as they can be made 
with due regard to the welfare of New Hampshire in- 
dustries. Accordingly the readjustment provided for by 
this order has aimed principally at eliminating discrimi- 
nation. The difference in value between anthracite and 
bituminous coal has been recognized, and when the rate 
fixed from any point exceeds $1 a difference in rate of 
approximately 10 per cent has been allowed. 

A maximum rate is specified to each station in New 
Hampshire from the following shipping points: Boston, 
Salem, Beverly, Newburyport, Portland, Portsmouth, Me- 
chaniesville, Troy and Rotterdam Junction. The most 
striking changes appear in the rates for Nashua, Dover 
and Rochester and adjacent towns. The Nashua rate 
shows a substantial reduction, both from Boston and 
Portsmouth; the Dover rate is substantially reduced from 
Boston and increased from Portsmouth. The present low 
rate at Dover from Portsmouth is, however, accounted 
for by water competition, and the same consideration may 
deter the railroad from availing itself of the full increase 
permitted by the present order, which merely fixes a 


THE TRAFFIC WORLD 625 


maximum above which the rate may not be raised. The 
rates to Rochester, Gonic and Farmington from Ports- 
mouth have been reduced to correspond with other like 
distances from Portsmouth. Points south of Rochester 
and Derry enjoy reductions from Boston. Numerous ad- 
vances or reductions occur throughout the state, but none 
which will seriously affect any section. 


SHIPPER FAVORS INCREASE 





The Prest-O-Lite Co. of Indianapolis has written a 
letter to the Interstate Commerce Commission in regard 
to a resolution adopted by the Indianapolis Chamber of 
Commerce against a five per cent increase in freight rates. 
The letter says: 

“This company desires to go on record before your 
honorable body as being opposed to the principles laid 
down in this resolution of the Indianapolis Chamber of 
Commerce; and, while we are one of the largest manu- 
facturers and shippers in Indianapolis, if not the largest 
manufacturer and shipper located at this point, we feel 
that the petition of the railways for the proposed five per 
cent advance in freight rates is justified, and ask favor- 
able consideration in behalf of the roads. 

“It might interest you to know that this company is 
operating fifty-two (52) branch stores and plants located 
in the principal cities of the United States, from the At- 
lantic to the Pacific and from the Great Lakes to the 
iulf of Mexico; and that the present freight traffic of 
this company is costing us over a quarter million dollars 
per annum.” 


NEW HAVEN RAILROAD CLUB 


As a step in the direction of securing greater co- 
operation among those chiefly engaged in the detail work 
of the New Haven Railroad and to bring about a better 
understanding among the departments, officers and em- 
ployes of the company have organized a club to be known 
as the New Haven Railroad Club. The club is to have 
a meeting and dinner once a month, at which will be 
discussed matters pertaining to railroad maintenance, op- 
eration and general administration. The first regular 
meeting and dinner of the new club was held at the 
Railroad Y. M. C. A. in New Haven on March 16, at 
which the reports of committees were received and ad- 
dresses made by President James H. Hustis, Vice-Presi- 
dents Whaley and Buckland, General Manager Bardo, 
W. S. Murray, J. J. Snavely, H. V. McKedy and others. 

The following have been elected temporary officers: 
President, T. M. Prentice; first vice-president, George A. 
Poore; second vice-president, Charles W. Lord; secretary- 
treasurer, M. K. Dugan; executive committee, S. W. Bald- 
win, W. J. Cunningham, C. T. Hempstead, W. F. Hickey, 
H. E. Friend, F. P. Kinney, H. V. McKedy, T. F. Para- 
dise, H. G. Robbins, J. J. Snavely and W. S. Swaim. 


FRUIT SHIPPERS ORGANIZE. 

The Southern Illinois Co-operative Shipping Associa- 
tion has been organized by the fruit shippers of that sec- 
tion, including Anna, Villa Ridge, Makanda, Balcom, Cob- 
den, Laclede, Farina, Phoenix and the Fruit Growers’ 
Association of Dongola. T. P. Sifford of Anna is president. 
The object of the association is to appear before the 
state public utilities commission from time to time to 
consider classifications, rates and service. A committee 
will appear before the commission April 15. 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

March 20, in I. & S. No. 351, the Commission further 
suspended until October 14 the following tariffs: 

Pennsylvania Railroad Co., Northern Central Railway 

Co., Philadelphia, Baltimore & Washington Railroad Co., 

West Jersey & Seashore Railroad Co.—Sup. 6 to C. C- 


I. C. C. No. 390; Sup. 6 to E. E.-I. C. C. No. 630; Sup. 48 
to G. O.I. C. C. No. 2980; Sup. 28 to G. O.-I. C. C. No. 
3699. 

These tariffs contain increased rates on stone, in 


carloads, from points on the Pennsylvania Railroad and 
its connections in Maryland, Pennsylvania and Delaware 
destined to points in Delaware and Maryland. They were 
suspended December 15 and January 1 to April 14. 

March 23, in I. & S. No. 407, the Commission sus- 
pended from March 26 until July 24 the following tariffs: 

F. G. Airy, Agent—Sup. 2 to I. C. C. C-1136; Sup. 3 
to I. C. C. C-1136. 

The suspended supplements contain proposed in- 
creased rates by express of carloads of fruit and vege- 
tables from points in California to points in Montana; 
for example, the present rate from Florin, Cal., to 
Helena, Mont., is $2 per hundred pounds, and the pro- 
posed rate is $2.33 1-3 per hundred pounds. Other points 
of origin and destination are also affected. 





March 17, in I. and S. Docket No. 403, the Commis- 
sion suspended from March 20 until July 18 a provision 
contained in supplement No. 6 to Mutual Transit I. C. C. 


No. 115. This carrier has for some time maintained 
commodity rates on salt, from Marine City and other 
points in Michigan to Lake Superior ports. The sus- 


pended provision cancels these rates, with the information 
that the service will be discontinued. 





March 16, in I. and S. 405, the Commission suspended 


from April 1 until July 30 schedules contained in the 
following tariffs: 
Countiss, Sup. 26 to I. C. C. No. 952, Sup. 17 to I. 


C. C. No. 956, Sup. 3 to I. C. C. No. 974, Sup. 7 to I. C. C. 
No. 975, Sup. 5 to I. C. C. No. 976, Sup. 5 to I. C. C. No. 
978, I. C. C. No. 989. 

McCain, Sup. 26 to I. C. C. No. 6, I. C. C. No. 14. 

Morris, Sup. 26 to I. C. C. No. 344, I. C. C. No. 465. 

The suspended schedules provide for an increase in 
transcontinental class and commodity rates both east 
and west bound, on traffic to and from San Jose, Santa 
Clara and Marysville, Cal. Under present tariff provisions 
these points enjoy the same rates as apply to and from 
Sacramento and various other California terminals, The 
suspended schedules provided for the application of local 
rates between Marysville and Sacramento in addition to 
the transcontinental rates to and from Sacramento. San 
Jose and Santa Clara would be likewise affected. 





On March 17, in I. & S. 406, the Commission sus- 
pended from March 25 to July 23 the schedules con- 
tained in the following tariffs: 

Chicago, St. Paul, Minneapolis & Omaha Ry.—Sup 
11 to I. C._ C. No. 3832; Sup. 13 to I. C. C. No. 3834; 
Sup. 1 to I. C. C. No. 3924; I. C. C. No. 3947. 

Great Northern Railway Co.—Sup. 48 to I. C. C. No. 
A-882; Sup. 28 to I. C. C. No. A-3255; Sup. 12 to I. C. C. 
No. A-3728; I. C. C. No. A-3804; I. C. C. No. A-3805; 
I. C. C. No. A-3806; I. C. C. No. A-3808. 
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Minneapolis, St. Paul & Sault Ste. Marie Ry.—Su; 
7 to I. C. C. No. 3268; I.-C. C. No. 3417; I. C. C. Ni 
3419; I. C. C. No. 3420. 

Northern Pacific Railway Co.—lI. C. C. No. 
C. C. No. 6544; I. C. C. No. 
I. C. C. No. 5548; I. C. C. 
C. No. 5561. 

By a supplemental order in I. & S. 406, entered 
March 17, the Commission has suspended from Mar: 
25 and April 1 until July 23 the operation of the follo 
ing tariffs: 

Chicago, St. Paul, Minneapolis & Omaha Ry.—Sup 
10 to I. C. C. No. 3805; Sup. 13 to I. C. C. No. 386 
Sup. 1 to I. C. C. No. 3942; Sup. 2 to I. C. C. No. 3942 

Great Northern Railway Co.—lI. C. C. No. A-3807. 

Minneapolis, St. Paul & Sault Ste. Marie Ry.—Sup 
10 to I. C. C. No. 2209; Sup. 4 to I. C. C. No. 2560; Sup 


5543: 
6546; I. C. C. No. 
6649: © C..C. 


5547 


No. 5550; I. | 


1 to 1. ©. C.-Mo. 2683: :-Gup. ¢ to I. C.. C.. No. 307 
Sup. 11 to I. C. C. No. 3188; Sup. 3 to I. C. C. No. 3250 
Sup. 1 to I. C. C. No. 3294. 

The suspended tariffs contain proposed increased 
class and commodity rates between Duluth, Minn., and 


various points in Minnesota moving via interstate routes 





By an order in I, and S. Docket No. 402 the Com 
mission has suspended from March 20 until July 18 cer 
tain schedules in the following tariffs: 

Countiss’ sup. 25 to I. C. C. No. 952, sup. 26 to I. C. (¢ 
No. 952, sup. 16 to I. C. C. No. 955, sup. 5 to I. C. C. No 


McCain, sup. 25 to I. C. C. No. 6, sup. 26 to I. C. C 
No. 6, sup. 5 to I. C. C. No. 12. 

Morris’, sup. 25 to I. C. C. No. 344, sup. 26 to I. Cc. C 
No. 344, sup. 5 to I. C. C. No. 461. 


The suspended schedules increase rates applicable to 
the transportation of corn flour and buckwheat flour, i! 
carloads, from St. Joseph, Mo., and various other points 
to San Francisco and other California terminals. The 
present rate of 65 cents per 100 pounds, subject to a 
carload minimum weight of 50,000 pounds, is withdrawn 
on and after March 20 the rate on these commodities 
would have been 90 cents per 100 pounds, with a carload 
minimum weight of 30,000 pounds. 

By first supplemental order in I. and S. Docket No 
398, entered March 17, the Commission suspended from 
March 20 until July 8, supplement No. 14 to Pierce’ 
I. C. C. No. 22. The suspended tariff contains proposed 
increased class rates from stations on the Maine Central 


on traffic destined beyond the Niagara frontier. Thes« 
increases are similar to those contained in tariffs pr: 


viously suspended by order entered in the same docket 


By an order in I. & S. 401, the Commission sus 
pended from March 15 until July 13 certain schedul: 
in Supplement 16 to Hosmer’s I. C. C. A-338. The su 
pended schedules increase rates on potatoes in carload 
from points in Minnesota and Wisconsin to points 
Arkansas and other states, the increases being from two | 
eleven cents per one hundred pounds. For example, t 
present rate from Princeton, Minn., to Siloam Sprin 
Ark., is 35 cents, and the proposed rate is 37 cents. 1 
present rate to Southwest City, Mo., is 30 cents, and | 
proposed rate is 41 cents. 





By an order in I. and S. Docket No. 388 the Comn 
sion suspended from March 15 until June 26: 

The Wabash Pittsburgh Terminal Railway (West S 
Belt Railroad)—Supplement No. 1 to L C. C. No. 186. 
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The suspended tariff provides for certain changes in 
rules governing transit privileges on grain, feed, hay and 
straw at Pittsburgh, Pa., which result in increased charges. 
lariffs of the Baltimore & Ohio Railroad Co., the Penn- 
sylvania Co. and the Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway Co. containing similar changes affecting 
Pittsburgh have been suspended by the Commission by 
irders previously entered in the same docket. 





March 24, in I. and S. Docket No. 408, the Commis- 
sion suspended until July 30 the following tariffs which 
are indicated to become effective April 1, except as other- 
wise stated: 

The Atchison, Topeka & Santa Fe Railway Co.—Sup. 
16 to I. C. C. 2000, Sup. 16 to I. C. C. 5672. 

Chicago & Northwestern Railway Co.—Sup. 10 to 
I. C. C. 6710, effective April 3; Sup. 7 to I. C. C. 7227, 
effective April 3; Sup. 16 to I. C. C. 7349, effective April 4; 
I. C. C. 7542, effective April 3. 

Chicago, Burlington & Quincy Railroad Co.—Sup. 15 
to C. B. & Q. I. C. C. 10231, effective April 8; C. B. & Q. 
I. C. C. 10982, C. B. & Q. I. C. C. 10983, Sup 1 to C. B.°& 
Q. I. C. C. 10983, I. C. C. 10986, effective April 8: I. C. C. 
10987, effective April 8; I. C. C. 10990, effective April 8. 

Chicago Great Western Railroad Co.—Sup. 20 to C. 
G. W. 4867. 

Chicago, Milwaukee & St. Paul Railway Co.—Sup. 12 
to I. C. C. B+2680. 

The Chicago, Rock Island & Pacific Railway Co.— 
Sup. 17 to I. C. C. C-9209, Sup. 8 to I. C. C. C-9386, Sup. 
1 to I. C. C. C-9433, Sup. 10 to I. C. C. C-9498, Sup. 6 to 
I. C. C. C-9434. 

The Great Northern Railway Co.—Sup. 12 to G. N. Ry. 
I. C. C. A-3447, Sup. 11 to G. N. Ry. I. C. C. A-3640. 

lllinois Central Railroad Co.—Sup. 22 to I. C. C. 
A-7752, effective April 3. 

The Minneapolis & St. Louis Railroad Co—I. C. C. 
B-135. 

Minneapolis, St. Paul & Sault Ste. Marie Railway 
Co—I. C. C. 3429. 

The Wabash Railroad Co., William K. Bixby, Edward 
B. Pryor, receivers.—Sup. 7 to I. C. C. 3209, I. C. C. 3576, 
effective April 16; I. C. C. 3581. 

The suspended tariffs contain. proposed increased 
rates applicable to the transportation of cement, in car- 
loads, between points in Illinois, Iowa, Wisconsin and 
other states. The increase amounts to 1 and 2 cents 
a hundred pounds. For example, the present rate from 
Chicago to Milwaukee is 5 cents a hundred pounds and 
the proposed rate is 6 cents a hundred. The present rate 
from Mankato, Minn., to Chicago is 10 cents a hundred 
pounds, and the proposed rate is 12 cents a hundred 
pounds. The present rate from Mason City, Ia., to Du- 
luth, Minn., is 7 cents and the proposed rate is 9 cents. 


VALUATION IN NEBRASKA 


There is a difference of more than $87,000,000 be- 





‘ween the valuation of the seven railroads of Nebraska, 
as figured by the engineers for the state railway com- 


nission and the carriers. 
The difference exists on the reproduction value new 
' the various properties, and, though not as wide n 


‘he present values, is enough to call for extensive hear- 


igs should the matter become contested in the class 
eight hearings. 
Under the reproduction value, the property of the 


roads is worth $321,033,714, according to the state’s 
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engineers. The railroad experts increase that to $408,- 
758,427. Only one road—the Omaha—shows a lower 
road value than the engineers of the commission return. 
The comparisons as between the roads are shown in the 
following table: : 
State’s Val. Road’s Val. 


CO BO Re rani. end $ 42,286,606 $ 46,724,888 
GS Bea wk. sneer ers 135,850,484 200,624,576 
Rose Tanke. . fos. 3 VEN 11,474,386 13,159,587 
We Be Bets css Pt ai RAN 11,567,985 10,426,341 
BU she Cede che Vaden tre 13,842,212 16,675,495 
Bt DS. BG. Tees fava Sunes 3,186,410 3,437,347 
Union PaSIR6. 2. 6a ie b'es 102,825,631 117,710,190 

BOE” caved hit iadety $321,033,714 $408,758,427 


JURISDICTION WITH THE COMMISSION 





The Supreme Court of Indiana has reversed the 
Marion Supreior Court for hearing and determining a 
dispute regarding railroad freight charges, where the juris- 
diction was properly with the Interstate Commerce Com- 
mission. 

The cause reversed was a judgment of $1,000 in 
favor of the J. S. Patterson Construction Co. and against 
the St. Louis Southwestern Railway Co. The action was 
for an alleged overcharge on crushed stone used by the 
construction company in constructing a bridge across the 
Mississippi River at Thebes, III. 

At the time of the trial the attorneys for the con- 
struction company and the trial judge relied on a deci- 
sion of the Supreme Court of Kentucky holding that 
where there was no question of the legality of the rate, 
but only a question of whether or not there was an 
overcharge of that legal rate, a state court could hear 
and determine the controversy. 

During the pendency of this case on appeal the 
Kentucky case was heard on appeal by the Supreme 
Court of the United States and reversed. 

The opinion to-day cited numerous decisions, and 
quoted from the Supreme Court of the United States, 
and ordered the Circuit Court to sustain demurrers to 
the four paragraphs of the complaint, which involved 
questions where the jurisdiction was with the Interstate 
Commerce Commission. 

The case involved an alleged overcharge on over 
seven hundred cars of crushed stone. 


SPECIAL SERVICE HEARING 





What is regarded as one of the most important of the 
“special service” hearings in connection with the appli- 
ciation for the 5 per cent rate increase will be held by 
the Interstate Commerce Commission Saturday. This 
hearing will take up free warehousing and free loading 
and unloading services performed in some of the larger 
cities, particularly Chicago, Philadelphia and New York. 

One bit of evidence which Louis D. Brandeis, special 
counsel for the Commission, will introduce shows that on 
a recent shipment of twenty-five carloads of freight from 
Chicago to Philadelphia the warehouse charges paid by the 
railroad in Philadelphia amounted to exactly the freight on 
the goods from Chicago to that city. In addition to this 
the railroad, through an agreement with the warehouse 
company, is said to have contributed to the salaries of 
certain employes of the concern. The loading and unload- 
ing at the Union Stock Yards in Chicago probably will 
come in for discussion. 





628 THE TRAFFIC WORLD 


TRUCKAGE CHARGES HIGH 





In a number of speeches which Secretary of Com- 
merce Redfield has been recently making, he has em- 
phasized strongly the expense of cartage as something 
to receive careful consideration in figuring cost of pro- 
duction and distribution, and ultimately, of course, the 
high cost of living. 

In commenting upon these talks, the Philadelphia 
Record recently said: ‘The railroads are often bitterly 
criticized for their alleged excessive freight rates, but 
comparatively little attention is given to the heavy tolls 
demanded where it is necessary to cart manufactured 
goods or articles of food over our poorly constructed 
pavements or highways. 

“Here is an actual case in point illustrating the 
comparative expense of the two methods of transporta- 
tion: Not long ago a Philadelphian, desiring to send a 
box of clothes to Yonkers, N. Y., had it taken by a 
teamster from the vicinity of Seventh and Spruce streets 
to the freight yard of the Reading Railway at Thirteenth 
and Callowhill streets, a distance of less than a mile 
and a half. The drayage charge Was 50 cents. At the 
station the box was presumably placed in a car with 
a number of other packages of freight and hauled to 
Jersey City, a distance of 90 miles. There the car was 
doubtless shifted to a lighter, which was towed to the 
New York side of the harbor. If there were enough 
packages of Philadelphia freight consigned to local points 
along the New York Central Railroad to fill the car it 
was then turned over to that railroad and forwarded by 
a slow train, the contents being unloaded along the way. 
More likely the car was emptied at a transfer station, 
and the Yonkers package only reached the New York 
Central after several handlings. Whatever the process 
was the bill for the haul of about 110 miles and the 
repeated handling was only 30 cents, or a little more 
than half the drayage charge in Philadelphia. 

“There seems to be a disparity here, which suggests 
that certain railroads charged too little or the teamster 
asked too much. Secretary Redfield says that the truck- 
man gets too much for his services, and the railroads, 
in their appeal to the Interstate Commerce Commission 
for an increase in rates, complain that they are receiv- 
ing too little for theirs. Frank discussion may help to 
show where the trouble lies and what the remedy is.” 


PACKAGE CARS AND FREIGHT 


S. A. Williams, commercial agent of the Queen & 
Crescent route, recently addressed the freight and traffic 
department of the Indianapolis Chamber of Commerce on 
the subject of “Package Cars and Package Freight.” He 
pointed out the importance of this class of service on 
the railroads of the country and its advantages to the 
shippers of less-than-carload lots. He explained that 
under this plan, which has been adopted by practically 
all the important railroads, a through car to a given 
destination is provided for the loading of miscellaneous 
shipments of less-than-carload lots. 

It means prompt transportation, with quick deliveries, 
he said; it eliminates transfers at junction points, there- 
by reducing the necessity of rehandling, and tends to 
obviate claims for damage; stimulates business in unde- 
veloped territory and enables smaller shippers to obtain 
the same character of service that is afforded for larger 
competitors. Package freight service has shown a tre- 
mendous development, he said, and it has become a mat- 


Vol. XIII, No. 13 


ter of vital necessity to large jobbing centers. Shippers, 
as a rule, have been quick to avail themselves of this 
service, which has assisted to extend their business in 
new territory with excellent results. 

However, in some instances the shippers have not 
taken the proper interest in the package freight busi- 
ness, and the railroads have had to operate the through 
package cars at a loss. This, he said, should not be the 
case. The shippers should take full advantage of the 
facilities thus afforded them to extend their business 
into new territory. These package freight cars are 
handled in through fast freight trains, thus giving the 
small shipper the best service. 


NEW ENGLAND RATE INCREASE 


Before the New Hampshire Public Service Commis 
sion, Edgar J. Rich, general solicitor of the Boston & 
Maine Railroad, said his company intended to ask per- 
mission of the New England states to establish a 2%4-cent 
passenger rate. 

He said the proposed readjustment of rates would 
bring to the road from $1,000,000 to $1,500,000 annually 
more than its present income. 

The Boston suburban district, said Mr. Rich, would be 
excepted from the proposed readjustment. 





SPOTTING TARIFF EXPECTED SOON 


Although no definite date has been fixed for filing 
the proposed tariff for spotting freight cars for shippers 
local traffic officials assert that the charge probably will 
be 5% cents a ton, with a minimum charge of $2 a car 
It is expected that action will be taken within two 0: 
three weeks. The sanction of eastern officials is neces 
sary for many of the railroads, but others have alread) 
authorized the traffic men to go ahead on the plan outlined 

The rates cannot be put in force until thirty days 
after filing, unless the Interstate Commerce Commission 
gives special authority. This special authority was denied 
the Baltimore & Ohio. 


SPOTTING TARIFF FILED 


An absolutely clear and unmistakable spotting tariff 
has been filed with the Commission by the Chesapeak« 
& Ohio, its local freight number being 15262, and its 
I. C. C. No. 5787. It provides a charge “for spotting 
cars on tracks of the Virginia Portland Ry. at Ford 
wick, Va.” 

It makes a definition of what constitutes a spotting 
service, which it is expected will be attacked by ever) 
person who owns a private track. The definition is as 
follows: 

“Spotting service is the service beyond a reasonabl: 
convenient point of interchange between the Chesapeak: 
& Ohio Ry. and the Virginia Portland Ry.’s tracks, an 
includes (a) one placement of a loaded car which th 
company has transported, or (b) the taking out of 
loaded car from a particular location on the Virgil! 
Portland Ry., for transportation by this company. 

“The charge for spotting service will be 5% cen! 
per ton of 2,000 pounds, minimum charge $2 per car, an 
will include the handling of the empty car in the rl 
verse direction.” 

Men who have been engaged in practice before tli 
Commission say the tariff is illegal, because it does no 
definitely locate the point to which the rate named shia 
apply. 
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March 28, 1914 


REVENUES DECLINE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Reports of operating revenues and expenses for 179 
roads, having a mileage of 224,699, for the month of 
January, in hand at 1 a. m. March 12, show the follow- 
ing: The gross operating revenue fell from $242,771,776 








to $226,277,446. The operating expense declined from 
179,271,253 to $174,763,833, and the net operating rev- 
enue fell from $63,500,523 to $51,513,613, resulting in a 
fall of the net revenue for the country as a whole from 


$785 per mile to $229 per mile. For the eastern dis- 
ict the operating revenue fell from $108,963,770 to 
$97,180,073. The operating expense fell from $82,340,637 
to $80,768,955, and the net operating revenue from $26,- 
623,133 to $16,411,118, resulting in a decline of the net 
revenue per mile from $458 to $281. 

This report indicates that the southern district has 
joined the East and West in the downward slide. The 


gross operating revenue fell from $39,061,470 to $38,- 
952,182. The total operating expenses rose from $28, 
280,732 to $28,896,593, and the net operating revenue fell 
from $10,780,738 to $10,055,589, resulting in a reduction 
in the net revenue per mile of road from $257 to $239. 


The result in the western district was a fall in the 


total operating revenue from $94,746,536 to $90,145,191. 


The total operating expense fell from $68,649,884 to 
$65,098,285. And the net operating revenue fell from 
$26,096,652 to $25,046,906, resulting in a decline of the 


net revenue per mile from $213 to $202. 


For the seven months of the current fiscal year the 
total operating revenue for the whole country fell from 
$1,846,554,765 to $1,835,683,936. The total operating ex- 
penses rose from $1,231,490,727 to $1,289,902,428, resulting 
in a fall of the net operating revenue from $615,064,038 
to $545,781,508, the result being a fall in the net rev: 
enue per mile from $2,768 to $2,435. 

In the eastern district the total operating revenue 

fell from $815,219,676 to $805,904,765. The total operat- 
ing expenses rose from $559,334,791 to $598,577,078. The 
net operating revenue fell from $255,884,885 to $207,327,- 
687, and the net revenue per mile fell from $4,398 to 
$3,548. In the southern district the seven months’ total 
operating revenues rose from $267,369,776 to $279,035,231. 
The operating expenses rose from $188,702,035 to $199,- 
321,424, The net revenue rose from $78,667,741 to $79,- 
713,907, the result being a rise in the net revenue per 
from $1,884 to $1,899. 
In the western district for the seven months the 
total operating revenue fell from $763,965,313 to $750,- 
743,840. The total operating expenses rose from $483,- 
153,901 to $492,003,926, resulting in a decline of the net 
operating revenue from $280,511,412 to $258,739,914, and 
a decline in the net revenue per mile from $2,294 to 
$2,091. 


mile 


WISCONSIN ON CAR SPOTTING 





A. M. Campbell, traffic secretary of the Merchants’ 
Manufacturers’ Association of Milwaukee, has sent 
to the Interstate Commerce Commission, in behalf of 
his association and the Wisconsin Manufacturers’ Asso- 
clalion, a brief in the matter of the proposed charge for 
Spotting cars. He says, in part: 
“In the matter of the proposed 5 
freight rates, 


and 


per cent increase in 


we desire to enter our protest against 
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the propriety of a charge by carriers, in addition to the 
rate for the spotting of cars on private or industrial 
tracks. 

“We believe transportation companies should be re- 
munerated for special service, but do not consider that 
placing of cars on industry tracks for loading or unload- 
ing is special service. 

“It is a well-established principle that custom makes 
law, and which applies in particular to transportation, 
in that a carrier pursuing a certain custom with the 
shippers establishes a precedent and assumes an obliga- 
tion that it is compelled to continue. This is a case in 
point, 


“Business has been built up and solicited on the 
basis of private sidetrack facilities, on the theory that 
to encourage the development of such private sidetracks 
was to facilitate transportation, relieve the congestion at 
public terminals, and, as a matter of fact, always con- 
sidered as a terminal facility of the railroad, with the 
additional and very important factor, they are generally 
built on property owned and furnished by the shipper, 
paid for by him and maintained at his expense. 

“It would seem, under these conditions, that the cost, 
which we understand is always the determining factor, 
is much less for placing a car on a private sidetrack 
than on a public or delivery team track.” 


FREE TRANSPORTATION WANTED 





A bill reported by the judiciary committee of the 
New Jersey legislature provides that the railroads must 
earry free in the state practically every office holder 
and many minor state employes. It shall be fined 
$10,000 for each such person ejected from trains after 
a refusal to pay fare. If a railroad challenges the law 
to compel it to carry these persons free, and the chal- 
lenge is sustained, the General Railroad Act, by which 
all railroads of New Jersey are regulated, shall auto- 
matically be repealed and the charters of all railroads 
in the state incorporated under that act shall become 
null and void. 


The railroads complain that, while the time of the 
legislators has been devoted to such measure, they have 
been unable to get a respectful hearing for their petition 
to repeal the Extra Crew Law. The railroads have also 
been unable to obtain the introduction of a bill to 
repeal the present law compelling them to carry certain 
office holders free of charge. 


FURNISH LEGIBLE SHIPPING DIRECTIONS 


The proper billing and classification of freight would 
be helped materially if more care was exercised in making 
out shipping directions. 

Many mistakes are caused by furnishing the railroads 
with the carbon copy. This applies in particular to 
printed forms in use with description of articles and 
where you simply fill in the number of packages. 

Quite frequently, through careless work in placing the 
carbon sheets between the three copies, the figures giving 
the number of packages drop down a line on the dupli- 

cate or triplicate, so that what appears on the original 
correctly, does not so appear on the copy or paca 5 
furnished the railroad. 

” This causes misdescription of the property through 
improper classification and interferes with prompt deliv- 








a 
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ery where the billing calls for certain packages, different 
from what has actually been shipped. 

Make the shipping directions the first copy, using the 
carbon for the original and memorandum. 

The desirability of shippers acting on this suggestion 
is shown in a recent decision of the Interstate Com- 
merce Commission (28 I. C. C., 401) [Traffic World, No- 
vember 22, 1913, page 949]: 

“The Commission has recently held informally that 
when a shipper prepares a bill of lading providing for 
the carriage of property to a particular destination and 
marks a different and erroneous address on the package, 
the carrier will not be held responsible for the freight 
charges incurred in transporting the property to the desti- 
nation shown on the package, although the correct desti- 
nation is shown on the bill of lading. We think that where 
the shipper desires to prescribe the route over which its 
property shall be transported, all of its instructions in 
that respect should be placed upon the shipping order given 
to the carrier as well as upon the bill of lading signed by 
the carrier and retained by the shipper; and that in in- 
stances where the bills of lading and shipping orders are 
prepared by the shipper and the shipper notes upon the 
bill of lading certain instructions which it fails to note 
on the shipping order, the carrier cannot be held liable 
for misrouting if it complies with the instructions shown 
on the shipping order. It follows, therefore, that this 
complaint must be dismissed, and it will be so ordered.” 

In this case the explanation was given by the shipper 
that the failure to have such notation appear also on the 
shipping orders was due to the use of a torn piece of 
carbon paper. 

This cost $274.42 and would have been prevented 
had the shipping directions been made the first copy, as 
suggested in this article—Civics and Commerce, Mil- 
waukee. 


PENNSYLVANIA CUTS AGAIN 


Following sweeping reductions already made in work- 
ing forces and train service to meet declining gross reve- 
nues and falling profits, the passenger department of the 
Pennsylvania Railroad Co. has issued notices of a further 
curtailment of passenger accommodations on the eastern 
lines. 

Sixty-two trains are to be canceled, many of them 
important expresses, while numerous special privileges 
accorded passengers in the form of Pullman, dining, 
buffet and sleeping car service on comparatively short 
hauls will be abolished or greatly reduced. 

In addition to the great contractions in working forces 
already effected, 10,000 more men will be laid off on the 
eastern lines as quickly as practicable. 

The reduction in passenger service will effect an 
estimated saving of $1,800,000 per year. 





COAL MAN FAVORS INCREASE. 


J. H. Wheelwright, president of the Consolidation 
Coal Co. of New York, in his annual report, says the 
company favors an increase in freight rates for the rail- 
roads. He says the railroads serving the company’s 
mines have been unable to supply the mines with an 
adequate number of cars. The railroads’ executives, 
when urged to provide more cars, said they could not 
do so until they could sell more securities, which they 
could not do under the present rates. 
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CARRIERS’ ANNOUNCEMENTS 


Illustrated lectures on the Southeast as the idea 
place for the homeseeker are being given throughout the 
North this winter by agents of the land and industria] 
department of the Southern Railway and affiliated lines, 

President Fairfax Harrison of the Southern Railway 
Co. says that road will proceed immediately to install 
automatic electric block signals on 150 miles of double 
track, including the following lines: Amherst to Whittles 
Va., 57.38 miles; Atlanta to New Holland, Ga., 53.46 miles: 
Howell (Atlanta) to Austell, Ga., 15.5 miles; Citico (Chat- 
tanooga) to Ooltewah, Tenn., 13.4 miles, and Danville, 
Va., to Pelham, N. C., 9.3 miles. 

Delivery on passenger equipment ordered several 
months ago by the Baltimore & Ohio Railroad will be 
started about April 1, and it is expected that through 
trains will be operated with the new equipment during 
the summer season. The equipment on order consists 
of coaches, smoking cars, diners, baggage, express and 
postal cars. When the new steel passenger equipment is 
placed in service, the cars of this type now in use on 
through trains will be assigned to local trains. 

Plans have been completed for equipping the large 
coal pier in the Curtis Bay export terminal of the Balti- 
more & Ohio Railroad at Baltimore with automatic tele 
scopic chutes, to prevent the breakage of coal in loading 
shipments from the cars directly into vessels. It is also 
planned to attach a spiral chute to the pier. This latter 
chute will be installed as an experiment. 

A test of the automatic train stop is to be made by 
the Cincinnati, New Orleans & Texas Pacific Railway Co 
(Queen & Crescent Route). It has arranged to conduct 
a series of experiments to determine the value of this 
device in train service. Its advocates have made ex 
tensive claims as to its efficiency in preventing accidents 
one of which is that it will automatically bring to a 
stop any train whose engineer has overlooked or misread 
a danger signal. The first test will take place at Ludlow, 
Ky., Saturday, March 28. 

The Tonopah & Tidewater Co. now has under con 
struction from Death Valley Junction a road into the 
famous Death Valley region, and it is said that operation 
will be begun not later than July 1 of this year. This 
road, primarily conceived for the purpose of handling the 
cruder borax of the Pacific Coast Borax Co., from their 
deposits, will make possible the development of other 
mineral and chemical resources and also make easily and 
comfortably accessible to the tourist and scientist, the 
attractions and geological wonders of Death Valley. 

The Cincinnati, New Orleans & Texas Pacific Rail- 
road announces that as soon as the necessary equipment 





can be installed the operation of trains over the entire 


system will be controlled by telephone instead of 
graph service. 

The Ann Arbor Railroad Co. announces the resump 
tion of car ferry service between Frankfort, Mich nd 
Menominee, Mich., effective April 10. 

The Traffic Department of the Fruit Dispatch ©o 
has issued a circular to the railway containing instruc: 
tions on the proper handling of banana shipments 
These instructions are as follows: 

1. Perishable—Keep Moving. Bananas should su‘ler 
no delay at any season. In case of interruption of ser 
ice, particulars should be telegraphed to Fruit Dispatch 
Co. at initial point and to the consignee. 

2. Avoid Rough Handling. Sudden jars may cause 
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fruit to shift, thds bruising and breaking off the bananas 
from the bunch, 

3. Place Next Caboose. Banana messengers ride 
in the caboose and can give better and more frequent 
atiention to the fruit if it is next to the caboose. 

4. Do Not Open Doors. Doors should not be opened 
under any circumstances without specific instructions. 

5. Do Not Interfere with the Ventilation. The 
vents and plugs should not be changed or interfered 
with in any manner without specific instructions. 

6. Accept Messengers’ Instructions. Messengers’ in- 
structions, when presented in writing, should be followed 
unless they conflict with instructions directly from the 
shipper or consignee, in which case the latter instruc- 
tions supersede all others. 

7. Round-Housing. Cars of bananas should not be 
placed in a round-house except upon request of the 
Fruit Dispatch Co. or the consignee. 

8. Cold Weather Interference. As the perishabie 
nature of bananas makes it impossible to hold them for 
market for any appreciable length of time, it is abso- 
lutely necessary that they be transported irrespective 
of weather conditions, in the absence of specific instruc- 
tions to the contrary. Of course, a carrier would not 
be held responsible for damage to fruit resulting through 
no fault on its part. 

9. Icing. When icing cars of bananas the element 
of time should be borne in mind, which is of the great- 
est importance in the successful handling of bananas; 
switching, icing and forwarding should be done with 
dispatch, and all unnecessary delay avoided. 


SAFETY APPLIANCE DECISION 


The United States Circuit Court of Appeals for the 


Fourth Circuit has handed down a decision in the case 
of the United States vs. Chesapeake & Ohio Ry. Co., 
upholding the contention of the government. The court 
say, in part: 

1, The safety-appliance acts apply to equipment used 
on sidetracks and yard tracks, as well as main lines, 
and to hold otherwise would in a large measure give 
to the acts such a narrow and artificial construction as 
to deny protection to those for whose benefit the law 
was passed. 

2. If defective equipment is discovered, and it can 
be repaired at the point of discovery, then it is incum- 
bent upon the railroad company to repair the same as 
soon as the services of a repair man can be had, but if 
the defect is of such character that it cannot be re- 
paired at the point where discovered such car may be 
hauled to the nearest available point for that purpose, 
and must not be otherwise used between stations or in 
yards, 


RECOMMENDS PASSAGE OF BILL 


Senate Committee on Interstate Commerce Recom- 
mends Passage of Bill of Lading Bill—-The Committee 
On Interstate Commerce of the U. S. Senate, to which 
was referred Senate Bill No. 387, commonly known 
as the Pomerene bill of lading bill, has reported it back 
to the Senate with the recommendation that it be 
passed, “xtended reference was made to this bill on 
bages 1044-5-6 of the May 10, 1913, issue of THe TRArFrrFric 
WorLD, and, as it represents the result of the labors 


of the commissioners on uniform state laws of 
the American Bar Association, after repeated confer- 
ences with representatives of the American Bankers’ 
Association, the railroad organizations and the shippers’ 
associations, favorable action by Congress may reason- 
ably be expected. The bill was originally prepared for 
the purpose of having it enacted by the various state 
legislatures, so as to provide uniformity of legislation 
upon the subject. It has already been enacted by 10 of 
the leading states, including Connecticut, Illinois, Iowa, 
Louisiana, Massachusetts, Maryland, Michigan, New York, 
Ohio and Pennsylvania, the only difference being that as 
it is presented to Congress it is made applicable to 
interstate and foreign commerce. The bill is now on 
the Senate Calendar as No. 260, and it will without 
doubt be reached within the course of the next couple of 
weeks, 


MUST RUN TRAINS 


A recent decision by the Public Service Commission 
of the Second District of New York growing out of com- 
plaints by the common council of the city of Oswego and 
residents of a number of villages on the D. L. & W. 
between that place and Syracuse, presents a new phase 
in regulation. The important facts given are as follows: 

On November 2 the D., L. & W. issued a new time 
table for this division of its line, which called for the 
discontinuance of four trains daily betwen Syracuse and 
Oswego. The attorney for the railway showed to the 
satisfaction of the commission that the trains abandoned 
were not profitable, but it appeared from the evidence 
that the annual loss in revenue from the running of these 
trains was comparatively small. Complainants testified that 
the discontinuance of the trains had damaged badly the 
mail service as well as the express service on the line. 
It was also brought out that the city of Oswego had been 
granting concessions in one form or another to the D., L. 
& W. for more than half a century. The attorney for 
the Lackawanna testified to the fact that it had been a 
successful road throughout its entire system; so success- 
ful, in fact, that it was the strongest railroad in the world 
financially, and the commission, in ordering the re-estab- 
lishment of the service, says: “A common carrier in 
this fortunate situation can well afford to be generous 
with its patrons and to deal liberally with the cities and 
villages which have shown it favors in the past. It has 
no right to take the position that it is itself the sole 
arbiter of the service it should render to its patrons. Its 
contention that it has a right to abandon train service 
because passenger traffic is unprofitable is not well taken. 
It would be preposterous to think that a railroad could 
elect arbitrarily to abandon these services, and this is 
true, whether the road be powerful and rich or whether 
it be struggling for existence.” 


MILLERS WANT LOWER RATES. 

An effort to obtain lower rates to the Atlantic sea- 
board and intermediate points is to be made by the 
millers of the Southwest. A decrease of 3 cents per 
hundredweight upon mill products was suggested by 
L. E. Moses of Kansas City, in an address before the 
Southwest Millers’ League, at its annual meeting at 
Kansas City. The matter will be taken up by the 
transportation committee of the league, and an effort 
made to secure the reduction. An appeal to the Inter- 
state Commerce Commission probably will be made. 
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INTERCORPORATE RELATIONS 


Congressman Clayton of Alabama has introduced in 
Congress a bill aimed at the corporate ownership of 
stock in the corporations, in order to create a monopoly 
or to lessen competition. 

The text of the bill is as follows: 

Section 1. That it shall be unlawful for one cor 
poration engaged in interstate or foreign commerce to 
acquire, directly or indirectly, the whole or any part of 
the stock or other share capital of another corporation 
engaged also in interstate or foreign commerce, where 
the effect of such acquisition is to eliminate or lessen 
competition between the corporation whose stock is so 
acquired and the corporation making the acquisition, or 
to create a monopoly of any line of trade in any section 
or community. 

Sec. 2. That it shall be unlawful for one corporation 
to acquire, directly or indirectly, the whole or any part 
of the stock or other share capital of two or more cor- 
porations engaged in interstate or foreign commerce, 
where the effect of such acquisition or the use of such 
stock by the voting or granting of proxies, or otherwise, 
is to eliminate or lessen competition between such cor- 
porations, or any of them, whose stock or other share 
capital is so acquired, or to create a monopoly of any 
line of trade in any section or community. 

Sec. 3. That this act shall not apply to corporations 
purchasing such stock solely for investment and not using 
the same by voting or otherwise to bring about or in 
any way attempting to bring about the lessening of com- 
petition. 

Sec. 4. That every violation of this act shall con- 
stitute a misdemeanor punishable by a fine not exceeding 
$5,000 or imprisonment not exceding one year, or both; 
and any individual, who as officer or director of a cor- 
poration, or otherwise, orders, takes action or participates 
in carrying out any transaction herein forbidden shall 
be held and deemed guilty of a misdemeanor under this 
section. 

Sec. 5. That nothing contained in this act shall pre- 
vent a corporation engaged in interstate or foreign com- 
merce from causing the formation of subsidiary corpora- 
tions for the lawful carrying on of their immediate lawful 
business or the natural and legitimate branches thereof, 
or from owning and holding all, or a part of the stock, of 
such subsidiary corporations, when the effect of such 
formation is not to eliminate or lessen a pre-existing 
competition. 

Sec. 6. That nothing contained in this act shall be 
held to affect or impair any right heretofore legally ac- 
quired: Provided, that nothing in this section shall make 
legal stockholding relations between corporations when 
and under such circumstances that such relations con- 
stitute violations of the act approved July 2, 1890, en- 
titled “An act to protect trade and commerce against un- 
lawful restraint and monopolies.” 


FINED FOR USING UNPUBLISHED RATE 





In the case of the United States vs. Waters Pierce 
Oil Co., on trial at Shreveport, La., the jury, on March 
12, rendered a verdict of guilty on 14 counts charging 
the defendants with receiving concessions on shipments 
of oil from Bixby, Ill., to local stations on the Southern 
Pacific in Louisiana. 
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From the facts in this case it appears that the ca; 
riers published a joint rate from Bixby to local stations 
on the Southern Pacific which was higher than the rate 
to Alexandria for beyond, plus an unfiled local rate from 
Alexandria to points of final destination. The Waters 
Pierce Oil Co. took advantage of the combination rate 
instead of paying the joint through rate. The indictment 
charged that the joint rate was the legal rate applicable 
and the court assessed a fine of $14,000. 

After a motion for a new trial was denied, notice was 
given of appeal to the United States Circuit Court of 
Appeals. 


ORDERS OF THE COMMISSION 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. ( 

The Commission has denied the application of the 
Shreveport (La.) Chamber of Commerce for a rehearing 
in No. 5269, Texarkana Freight Bureau et al. vs. Iron Moun 
tain and others, in which the Commission ordered the car 
riers to make commodity rates to Texarkana as low as to 
Shreveport. 

Rehearings have been granted in Nos. 3130, Stearns & 
Culver Lumber Co. vs. L. & N. et al.; No. 5587, National 
Syrup Co. vs. C. & N. W. et al., and No. 5539, Kroll lum 
ber Co. vs. Great Northern et al. 


TRAFFIC CLUB OF CLEVELAND 





Over 200 members of the Traffic Club of Cleveland, 
at the first banquet of that organization at the Hollenden 
last week, heard a vigorous defense of President Wilson’s 
stand for repeal of Panama Canal toll exemption and his 
handling of the situation in Mexico. John H. Clarke 
former counsel for the Nickel Plate Railroad, was the 
defender of the policy of the President in an address 
“National Honor and the Panama Canal—International 
Peace and Mexico.” 

Miss Adelle Pallen sang and the Apollo Quartet also 
was heard. 

Adrian D. Joyce, general sales manager of the Sherwin 
Williams Co., talked on “Business Conditions and (Go\ 
ernmental Politics.” 

William G. Rose spoke on “Tariff Trails.” 


OPPOSE SPOTTING CARS. 

The directors of the Board of Trade of Philadelphia, 
on March 16, approved the action of the Inland Trans 
portation Committee in filing with the Interstate Com 
merce Commission a protest against the making of 4 
separate charge for the switching and spotting of cars 
In this protest it was insisted that a material hard: 
would result were the railroads to charge for spotting 
cars on private spurs or sidings or for ferry or trap-car 
service, It was even suggested that such charges would 
drive the little fellows out of business. Instead of ‘his 
charge, increases in the commodity rates were sugges'ed 


s 


CASES REOPENED. 

The Commission has decided to reopen No. 0 
Dant & Russell against the Gilmore & Pittsburgh; N° 
4872, Brownsville (Tenn.) Cotton Oil & Ice Co. vs. Ll. & 
N., and No. 5795, City of Brownsville et al. vs. L. & N. 
et al. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application, 

Address Legal Department, The Traffic Service Bureau, 
Colorado Buliding, Washington, D. C 


Without Routing Instructions Shipment Should Move Via 
Lowest Through Route, 

Ohio.—“On three shipments of lumber originating at 
a local point on the Chesapeake & Ohio Railway, destined 
to a local point on the Pennsylvania Railroad east of 
Pittsburgh, the shipper presented the bills of lading to 
the railroad company fully made out and signed as re- 
quired. There was no routing or delivery shown on the 
bills of lading. The agent of the C. & O. Railway inserted 
‘Via Potomac Transfer and P. R. R.’ Via this route the 
rate is 18 cents. There is a tariff in effect via another 
route naining a rate of 15% cents. Will you kindly advise 
your views as to the responsibility of the C. & O. Railway 
for misrouting in this case?” 

In the absence of routing instructions, it is the duty 
of the carrier to forward the shipment via the cheapest 
available interstate route. Williams & Co. vs. St. L., I. M. 
& So. Ry. Co., 22 I. C. C., 405 (The Traffic World, Feb. 
24, 1912, p. 348); 22 I. C. C. 463; 211. C. C., 17. Shipment 
delivered to carrier without routing instructions, forwarded 
via route taking higher combination, no joint through rate 
in effect, reparation awarded. Mason Fruit Jar Co. vs. 
M., K. & T. Ry. Co., Unrep. Op. 490. A carrier is not 
liaable, however, for forwarding via a joint through route, 
even though a lower combination existed. Idaho Lumber 
Co. vs. A., T. & S. F. Ry. Co., 19 I. C. C., 189 (The Traffic 
World, July 9, 1910, p. 105). 

* * * 
Initial Carrier Liable in Misrouting. 

Michigan.—“A rate of 11 cents per cwt. is published 
from A to E, via lines F and G and junction B. How- 
ever, on account of the roundabout haul for line G, a 
rate of 10 cents per cwt. is published between same points, 
applying as follows: From A to junction point V, via 
line F, then line G to junction C, then line H to junction 
D, then line G to destination, line H being used as a 
cut-off to avoid the long haul by line G. The shipper 
bills a car from A to E, routed via line G, no further 
routing being shown. Shipment billed and moved over 
route taking 1l-cent rate. In this case can the initial 
line be held for misrouting, for not billing shipment over 
route taking the 10-cent rate?” 

The rule requiring a carrier to route a shipment 
via the cheapest reasonable available route in the absence 
of positive instructions from the shipper, applies only 
when there is in effect at the same time the shipment 
moves either two joint through rates via different junc- 
tion points, or two combinations of local rates via different 
junction points, one of which is lower than the other. If, 
therefore, a cheaper combination of local rates exists via 
one junction point while a higher joint through rate applies 
ia another junction point and the shipment moved via the 
latter route, then there would be no such case of mis- 
routing for which the initial carrier would be responsible. 
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Winters Metallic Paint Co. vs. C., M. & St. P. Ry. Co., 
16 I. C. C., 562. [Traffic World of July 10, 1909, page 65, 
et seq.] Assuming that there is in effect a cheaper route 
via junctions C and D, which the shipper could have law- 
fully used in the shipment in question, and bearing in 
mind that the policy of the Commission is to give to the 
shipper the benefit of the least expensive route unless 
the shipper has specifically directed some other route, 
carrier G’s duty was to move the shipment to junction 
C for further delivery by carrier H to junction D, even 
though carrier G was merely an intermediate line and 
the shipper routed the shipment via carrier G. If the 
initial carrier was in doubt concerning the shipper’s 
routing instructions, it should have, under Rule 286 (f), 
Conference Ruling, Bulletin 6, ascertained from the ship- 
per which route should be followed, while, under the 
same rule, paragraph c, the connecting line is made 
equally responsible with the initial line for any excessive 
charges that may directly accrue from the error in for- 
warding a shipment to destination via any other than 
the cheapest available route. 
* * * 
Carrier’s Duty to Furnish and Transport Cars Regardless 
of Destination if Route Is Available. 

Colorado.—“‘A orders a car to B to load hay to C, 
a point 800 miles east of B on a foreign line. Carrier 
sets in a foreign car home to X. Ry. at C. Shipper loads 
car, but account quality of hay presents bill of lading 
showing destination 200 miles west of B. Were carriers 
to accept shipment they would have to move car in 
opposite direction from home. Does carrier have to ac- 
cept shipment? Also can carriers compel shippers to 
specify direction or destination when ordering cars for 
loading?” 

The law fixes the duty upon the carrier to accom- 
modate the needs and necessities of shippers in regard 
to supplying cars, and in accordance with Rule 59, Con- 
ference Rulings, Bulletin 6, which holds that where con- 
necting lines have united in publishing a joint through 
rate between two points, that it is the duty of the carriers 
in the route to provide the car and to permit it to go 
through to destination or to transfer the property en 
route to another car at their own expense, we are of 
the opinion that the carrier must accept the shipment 
in question, and cannot compel a shipper to designate 
the direction or destination of the car when ordering the 
same for loading. 

* + * 
Shipper May Direct Terminal Routing. 


Nebraska.—“We made shipment of lumber from an 
Arkansas point to Guthrie, Okla., specifying on bill of 
lading routing via A., T. & S. F. to destination. This 
routing was specifically given, owing to customer stating 
that car must arrive via that line in order to be placed 
on A. T. & S. F. team track at Guthrie. The railroads 
disregarded routing and hauled car into Guthrie via an- 
other line, but on arrival at Guthrie car was delivered 
to the A., T. & S. F. That line refused to place car on 
team track on account of car not arriving via their line, 
in consequence of which it was necessary to haul stock 
about 3% miles farther than would otherwise have been 
necessary. Please advise, through THe TRAFFIC WoRLD, if 
in your opinion we have a just claim against the railroads 
for extra expenses incurred in hauling.” 
in part as follows: “In order to secure desired delivery 

Rule 321 (b), Conference Rulings, Bulletin 6, reads 
to industries, plants or warehouses and avoid unnecessary 
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terminal or switching charges, the shipper may direct as 
to terminal routing or delivery of shipments which are 
to go beyond lines of the initial carriers; and his instruc- 
tions as to such terminal delivery must be observed in 
routing and billing such shipment.” The initial carrier 
is liable for any drayage charges, or other charges, from 
misrouting such shipments, in accordance with Rule 383, 
ibid. 
* * * 
Shipper’s Right to Switch Connections. 

Missouri.—‘A concern which has warehouses at over 
twenty points throughout the country, purchases a site 
and erects a warehouse in a town located on a railroad 
some twenty miles in length, operating entirely within 
the state, but participating in interstate rates. Before 
this concern can commence to do business it will be 
necessary that it place a stock of material in its wgare- 
house and yard, the initial movement of which will be 
possibly 40 or 50 carloads, the movement thereafter to 
continue in volume as the business demands. This busi- 
ness cannot, of course, be unloaded on team track and 
hauled to the concern’s warehouse on account of the 
size of some of the material, and further, on account 
of the excessive cost of teaming and labor. If this con- 
cern builds a sidetrack up to the rails of the railroad, 
above referred to, can said railroad company refuse to 
construct a connection, and if they should refuse to do 
so, what recourse has the concern, which is anxious to 
locate at the point in question?” 

Section 1 of the Act to regulate commerce provides 
that a common carrier must, upon application of a ship- 
per tendering interstate traffic for transportation, con- 
struct and operate upon reasonable terms a switch con- 
nection with any -private sidetrack which may be con- 
structed to connect with its railroad, where such connec- 
tion is reasonably practicable, and can be put in with 
safety and will furnish sufficient business to justify the 
construction and maintenance of same This section 
delegates the power to the Commission to order the com- 


Note.—items in the Docket marked with an asterisk (*) are 
new and have not been carried in the pubi/ication during the 
preceding week. 





March 30—Syracuse, N. Y.—Examiner Brown: 
epee Iron Ore Co. vs. N. Y. C. & H. R. R. R. Co. 
et al. 

March 30—New York City—Examiner Pattison: 

* 6334—New York Team Owners’ Assn. et al. vs. N. ¥. C. & 
H. R. R. R. Co. et al. 

March 31—Docket No. 5041, Crutchfield, Woolfolk & Clore ‘et al. 
vs. Florida East Coast Ry. Co. et al., now assigned for 
hearing before Examiner Settle at Chicago, Ill., is continued 
until April 6, at Chicago, Ill., before Examiner Settle. 


April 1—Hearing at Chicago, III: 

* 4906—In the matter of private cars. 

April 1—Argument at Washington, D. C.: 

Fourth Section Application No. 2045 (Illinois Central R. R.), 
rates on sugar from New Orleans to Southeastern territory, 
including Ohio River crossings and points south thereof. 

6099—People’s Fuel and Supply Co. vs. Grand Trunk Western 
Ry. Co. et al. 

6299—Lucas E. Moore Stave Co. vs. Sou. Ry. Co. et al. 

6357—Imperial- Elevator Co. vs. Gt. Nor. Ry. Co. 

6194—Holmes & Hallowell Co. vs. Gt. Nor. Ry. Co. et al. 

1. & S. 344—Coal rates from Oak Hills, Colo. 

April 1—St. Louis, Mo.—Examiner Gerry: 

* 1. & S. 184—Advances on hardwood and other kinds of lum- 
ber and articles manufactured therefrom. 

April 1—Hearing of Docket No. 6506, Mixed Car Dealers’ Assn. 
vs. D. L. & W. R. R. Co. et al., now assigned before Exam- 
iner Brown at Buffalo, N. Y.. is postponed to a date to be 
hereafter fixed. 

April 2—Washington, D. C.—Examiner Disque: 

* 6331—Reynolds Corporation vs. N. & W. Ry. Co. et al. 

April 2—Argument at Washington. D. C.: 

l. & S. 307—Class and commodity rates between New Orleans, 
La., and other points and Brownsville, Tex. 


Docket of The Commission 
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mon carrier to comply with its provisions, if the Co: 

mission shall affirmatively determine the safety and pra 

ticability of the proposed connection, if there is sufficient 
business to justify its construction and maintenance, a1 

if it is reasonably practicable. 

In several cases involving the duty of the comm 
carrier to construct and operate a switch connection co: 
ing before the Commission, it held, in the case of Reite: 

Curtis and Hill vs. N. Y. 8S. & W. R. R. Co., 19 I. C. «| 4 
290 [Traffic World, July 9, 1910, p. 108, et seq.], that “Th 
safety of main-line traffic must be considered in locating 
switches;” in the case of Ridgewood Coal Co. vs. L. \ 
R. R. Co., 21 I. C. C., 183 [Traffic World, July 1, 1911, 
11, et seq.], held that “the interstate traffic has been 
tendered by the complainant within the meaning of se 
tion 1 of the act, that there is sufficient business 
justify the construction and maintenance of the proposed 
connection, and that the proposed connection is reasor 
ably practicable and can be put in with safety and should 
be installed;” in the case of McCormick vs. C., B. & Q 
R. R. Co., 14 I. C. C., 611 [Traffic World, Dec. 19, 1908 
p. 51, et seq.], the Commission dismissed the complaint 
when the evidence showed that only about 10 to 12 cars 
per year were shipped by complainant; that nothing was 
offered to show that the proposed switch could be safely 
installed, and that complainants intimated they might 
discontinue the business of farming and use the farm for 
manufacturing purposes. 

It is possible that the carrier cannot be compelled to 
construct a switch connection with your private side 
track until you have actually engaged in business, on 
the ground that you will not furnish it with sufficient 
business in the future to justify the construction and 
maintenance of the same. At least, it will probably b: 
necessary for you to make formal application to the 
Commission for an order directing the carrier to compl) 
with the provisions of section 1 of the act, and thereupon 
the Commission will fix a hearing and investigate the 
facts and conditions governing your application. 


5827—Central West Virginia Glass Mfrs. Assn. vs. B. & O | 
R. R. et al. 
April 2, 3 4—Hearing at Washington, D. C.: 
Rate advance case. Lake and rail rates. 
April 3—Argument at Washington, D. C.: 
6278—Milwaukee Fruit and Produce Co, vs. Crosby Traspor- 
tation Co. et al. 
4792—Plymouth Coal Co. vs. P. R. R. Co. et al. 
4806—Plymouth Coal. Co. vs. L. V. R. R. Co. 
5638—Plymouth Coal Co. vs. D. L. & W. R. R. Co. 

April 3—Oral argument of Docket No. 6248, Yarbrough & Bel- 
linger Co. et al. vs. Sou. Ry. Co., now assigned before the 
Commission at Washington, D. C., has been postponed to 2 
date to be hereafter fixed. 

April 4—Argument at Washington, D. C.: 

4322—Larkin Co. vs. Erie & West Transportation Co. et al 
6216—Page Milling Co. et al. vs. N. & W. Ry. Co. 

1. & S$. 322—Molasses rates to Knoxville, Tenn. 

6332—J. H. Wilkes & Co. vs. Ala. Gt. Sou. R. R. Co. et al. 

April 4—Oral argument of Docket No. 6096, Freight Bureau o 
Chamber of Commerce, Macon, Ga., vs. L. & N. R. R. Co 
et al., now assigned before the Commissission at Washing 
ton is cancelled. 

April 6—Pittsburgh, Pa.—Examiner Brown: 

6317—Pittsburgh & Southwestern Coal Co. et al. vs. Wabas! 
Pittsburgh Terminal Ry. Co. et al 

April 6—Chicago, Ill—Examiner Settle: 

* 5041—Crutchfield. Woolfolk & Clore et al. vs. Florida E 
Coast Ry. Ce. et al. 

*1. & S. 369—refrigeration rates from New Orleans, La., a! 
other points. 

April 6—Oral argument at Washington, D. C., before the Con 
mission: F 

* 6224—Irvin Kibbe vs. Abilene & Sou. Ry. Co. et al. 

April 7—Lincoln, Neb.—Examiner Wood: 

* eee State Ry. Commission vs. Great Northern BR) 
Co. et al. 
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A.G.V. MERRY-GO-ROUND 


Way out in Menomonie, Wis., which now has perhaps 6,000 people, a man built first a 
ld “crist’” mill and then a flour mill. The flour mill was the result of a railroad which came up 
























on the other side of the river, later bridged. 

To-day a 5-ton G. V. Electric truck is hauling grain from the elevator by the track 
across the bridge to the mill, and 
flour from the mill back to the 
railroad. The round trip is about 
1,700 feet. Yet the truck pays— 
big. Has displaced six horses and 
three men. 

The daily mileage of the Wis- 
consin truck is so small that the 
. truck is charged twice a week. 
“at Ta Wiles Yet remember it pays—big. 

x in -§ Here is an example of the short 

NA Ih i in! sl - : haul. What might be called mill 
- jon | 4 yard work. G. V. Trucks pay on 

such short hauls around the big 
textile plants of New England. 
On the other hand, out in Chi- 
cago we have 5-ton G. V. brew- 
ery trucks which make 60 miles 
THIS FLOUR TRUCK OFTEN MOVES 3% CARLOADS OF FLOUR PER per day. ‘. ‘ 
DAY. WE HAVE OTHERS IN BRITISH COLUMBIA AND MICHIGAN.) Get the point? In its field— 
and this field is not small, but 
depends on local conditions—the high-grade Electric is supreme. And the highest grade 
Electric is the 4000—in—service—“G. V.” 
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April 7—Lincoln, Neb., Examiner Wood: 
* Fourth Section Application No. 351 
in connection with 
* eo State Ry. Commission vs. Gt. Nor. Ry. Co. 
et al. 
April 8—Philadelphia, Pa.—Examiner Brown: 
6333—International Paper Co. et al. vs. D. & H. et al. 
April 8&—Argument at Washington, D., C.: 
5685—Traffic Bureau of Knoxville, Tenn., vs. C. N. O. & T. P. 
Ry. Co. et al. 
6264—Dewey Bros. vs. B. & O. S. W. R. R. Co. et al. 
6368—Oliver Finne Co. vs. L. & N. R. R. Co. et al. 
5383—Orgill Bros. & Co. vs. Ill. Cent. R. R. Co. 


April 9—Argument at Washington, D. C.:: 
“— Too and Manufacturers’ Assn. vs. C. R. R. of 
- Jd. Ot al 
6054—Merchants’ and Manufacturers’ Assn. of Baltimore, Md., 
vs. B. & O. R. R. Co. et al. 
6128—Vulcan Coal and Mining Co. vs. IIL Cent. R. R. Co. 


April 10—Philadelphia, Pa.—Examiner Brown: 
6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 
April 10—Sioux Falls, S. D.—Examiner Wood: 
* 7 Club of the City of Sioux Falls vs. Pullman 
Co, et al. 
April 10—Philadelphia, Pa.—Examiner Brown: 
* 6141—Geo. M. Spiegle vs. Sou. Ry. Co. 
April 11—Philadelphia, Pa.—Examiner Brown: 
5917—G. B. Markle Co. et al. vs. L. V. R. R. Co. et al. 
April 11—Argument at Washington, D. C.: 
§571—State Corporation Commission of New Mexico vs. A. T. 
& S. F. Ry. Co. et al. 
eae Commercial Club et al. vs. A. T. & S. F. Ry. 
o. et al. 


April 13—Bowling Green, Ky.—Examiner Thurtell: 

* Fourth Section Applications Nos. 1601 and 1604 
in connection with 

* 4310—Bowling Green Business Men’s Protective Assn. vs. L. & 
N. R. R. Co. et al. 

April 13—Bowling Green. Ky.—Examiner Thurtell: 

* 4310—Bowling Green Business Men's Protective Assn. vs. L. & 
N. R. R. Co. et al. 

April 13—New York City—Examiner Brown: 

6380—New York Produce Exchange vs. N. Y. Cc. & H. R 

R. R. Co, et al. 


April 14—Helena, Mont.—Examiner Wood: 
* Fourth Section Application No. 113 
in connection with 
* 6387—Railroad Commission of Montana vs. A. T. & S&S. F. et al 


Examiner Wood: 
* 6483—Board of R. R. Commissioners of the State of Montana 
vs. Butte, Anaconda & Pacific Ry. Co. 
* 6387—Board of R. R. Commissioners of the State of Montana 
vs. A. T. & S. F. Ry. Co. et al. 
April 15—Argument at Washington, D. C.: 
1. & §S. 350—Switchinge at Galesburg, IIl. 
6269—Stuarts Draft Milling Co. et al. vs. Sou. Ry. Co. et al. 
ee Fruit Growers’ Assn. et al. vs. B. & O. R. R. 
et al. 
April 16—Argument at Washington, D. C.: 
1. & S. 354—Dunnage allowances. 
|. & S. 359—Malt rates to Texas points. 
6223—Tanners’ Supply Co., Ltd., vs. L. & N. R. R. Co. et al 
6154—S. J. Greenbaum Co. vs. I.. & N. R. R. Co. et al 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al 
6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 
April 16—Helena, Mont.—Examiner Wood: 
* 6151—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. et al. 
* 6172—Lindsay & Co., Ltd.. et al. vs. Nor. Pac. Ry. Co. et al. 
April 17—Argument at Washington, D. C.: 
5919——Alpha Portland Cement Co. vs. B. & O. R. R. Co. et al. 
5920—Alpha Portland Cement Co. vs. P. R. R. Co. 
April 18—Argument at Washington, D. C.: 
5831—Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 
5976—Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 
6217—California Fruit Growers’ Assn. et al. vs. Ala. G. S. 
R. R. et al. 
6374—Railroad Commission of the State of California vs. Ala. 
G. 8S. R. R. Co. et al. 


April 18—Helena, Mont.—Examiner Wood: 

* 6549—L.. E. Osborn vs. Nor. Pac. Ry. Co. et al. 

April 20—Washington, D. C.—Commissioner Meyer: 

* 5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 

April 20—Washington, D. C.—Commissioner Meyer: 

* 5370—In the matter of rates, practices. rules and regulations 
governing the transportation of iron ore. 

April 22—Chicago, Ill.—Examiner Wood: 

* 1, & S. 386—Gravel and sand switching charges at Chicago. 

April 23—Chicago, Ill.—Examiner Wood: 

* 1. & S. 387—Lumber rates from Lake Charles, La., 
Lake, La. 


April 24—Chicago, Ill.—Examiner Wood: 
* 6587—Fox River Valley Mfrs.’ Assn. vs. Me. Cent: R. R. Co. 
et al. 
April 27—Hearing at Washington, D. C.: 
Analysis of operating expenses with respect to freight and 
passenger service. 
April 28—Chicago, Ill._—Examiner Wood: 
* 6604—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 
et al. 
April 29—Chicago, Ill.—Examiner Wood: 
* 6150—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. 'Co. 
* 6657—W. T. Rawleigh Medical Co. vs. Cc. & N. W. Ry. Co. 





and West 


April 30—Chicago, Ill.—Examiner Wood: 
* 6581—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry 


et al. 
* 7: T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 
et al. 





APPLICATIONS UNDER PANAMA CANAL ACT—HEARINGS 
AT WASHINGTON, D. C., NEW WILLARD HOTEL 
April 8and 9—6381—P. R. R. Co. (Erie & Western Trans. 
April 10 and 11—6616—Erie R. R. Co. (Mutual Trans. Co.). 
April 13 and 14—6615—Erie R. R. Co. (Erie R. R. Lake Lines) 


April 15 and 16—6570—New York Central & Hudson River Rh. R. 
Co. (Mutual Trans. Co.). 

April 17 and 18—6573—-New York Central & Hudson River R. R 
Co. (Western Transit Co.). 

April 20 and 21—6631—-Lehigh Valley R. R. Co. (Mutual Trans 
Co.). 

April 22 and 23—6504—Lehigh Valley R. R. Co, (Lehigh Valley 
Trans. Co.). 

April 27 and 28—6603—Rutland R. R. Co. (Rutland Trans. Co.) 


April 29 and 30—6624—-Grand Trunk Ry. Co. of Canada (Canada 
Atlantic Trans. Co.). 


DIGEST OF NEW COMPLAINTS 


No. 6608, Sub. 2. Birkett Mills, Penn Yan, N, 
Central Railway Co. et al. EE: 

Excessive charges on shipment buckwient our, Penn Yan 
to Kansas City, Mo., due to alleged misrouting. The estab- 
lishment of maxima rates asked for and reparation. 

No. 6716, Sub. No. 1. Oakland Motor Car Company of Mich- 
igan vs. Grand Trunk Railway Company of Canada. ; 

Excessive charges for transfer of motor cars at Buffalo 
en route from Pontiac, Mich., to New York, N. Y., due to 
alleged failure of defendants to furnish equipment necessary 
to conform to the rules of the carriers. Reparation asked for 

No. 6717. San Jose (Cal.) Chamber of Commerce et al. vs 
Atchison, Topeka & Santa Fe et al. 

Undue discrimination and disadvantage to San Jose, Santa 
Clara and Marysville, as against other terminal points in 
California by reason of the withdrawal of the terminal rates 
at points named. Cease and desist order asked for and just 
and reasonable rates. 

No. 6718. Oakland Motor Car Company of Michigan, Pontiac, 
Mich., vs. Grand Trunk Railway Company, of Canada, et al 
same as 6716, except that final destination was White- 
field, N. H. 

No. 6722. Albert Trostel & Sons Co., 
Lehigh Valley R. R. Co. et al. 

Against a rate of 17 cents on bi-chromate of soda, Niagara 
Falls to Milwaukee. Ask for the establishment of a rate 
not to exceed 11 cents, and _ reparation. , 

No. 6721. L. W. Radina & Co., Cincinnati, Ohio, vs, Southern 
Railway et al. 

Unjust and unreasonable freight charges on shipment yellow 
pine lumber, Clairmont, S. C., to Cohoes, N. Y., due to alleged 
errors in weight. Reparation asked for. 

No. 6720. Swift & Co., Chicago, Ill., vs. Chicago & Great Wé 


ern R. R. Co. et al. 

Against a switching charge of $6.25 per car on shipments 
of crude cottonseed oil, St. Paul to South St. Paul, as un- 
reasonable and excessive. Reparation asked for. : 

No. 6719. Sulzberger & Sons Co., Kansas City, Mo., vs. South- 
ern Pacific et al. 

Against the fifth class rate of $1.60 per 100 pounds on ship- 
ments of grease, “‘not otherwise indexed by name,” Los An- 
geles, Calif., to Kansas City, as unreasonable and excessive 
Ask for the establishment of a rate of not to exceed 75 cents 
and reparation. 


PERSONAL 


Mr. J. J. MecTague is appointed commercial agent 
Chicago, Milwaukee & St. Paul Railway Co. at Buffalo, 
N. Y., vice Mr. C. H. Mitchell, promoted. 

Mr. W. D. Belt, Jr., is appointed commercial ag‘ 
Chicago, Milwaukee & St. Paul Railway Co., at Dallas 
Tex., vice Mr. J. B. Marshel, deceased. 

Mr. C. H. Mitchell is appointed commercial agent 
Chicago, Milwaukee & St. Paul Railway Co. at Dul 
Minn., vice Mr. C. L. Kennedy, promoted. 

Mr. A. W. Jones is appointed commercial a¢ 
Chicago, Milwaukee & St. Paul Railway Co. at Winn 
peg, Manitoba, vice Mr. Thomas Donald, assigned to 
other duties. 

G. A. Weller is appointed assistant general frei 
agent the Ann Arbor Railroad Co., with headquarters 
Toledo, O. He will have charge of industrial and de 
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Shippers 


Endorse 
Superiority 








Every enterprise and every article is judged by Results. 
We are interested in helping you secure satisfactory results (as we have helped many others) 
in packing your goods—not only for economy and convenience in your factory, but for get- 
ting your goods to customers in perfect condition. 

The above is a photograph showing Hummel & Downing cases giving satisfactory results, 
although they are undergoing a more severe test than the average fibre case will receive. This 
cut shows the cases loaded with 60 Ibs. of soap piled fourteen high, on the floor of a large manu- 
facturing concern. 
3uy the best when you are in the market so you will be assured satisfactory results. 


Hummel & Downing Co. Milwaukee 
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- A TRIP TO WASHINGTON 


Takes Time and Costs Money 
WHY TAKE IT 
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If so, write for Bulletin T. R. 28 = - 
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Various “mental De- 


N.Y. REVOLVING PORTABLE ELEVATOR CO. jrescy crv. n. 5 








partments will serve you 
reasonably and well ? 


Rate Compilations or Comparisons 
Classification Inquiries 
Statistical or Historical Data 
Any Special Service 
Write Special Service Department 


The Traffic Service Bureau 


508 Colorado Bldg., Washington 



















ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 














Former member of the Department of Justice as 
Solicitor of Internal Revenue 


















Interstate Commerce Litigation 
a Specialty 
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THE 


opment work, local traffic and such other duties as may 
be assigned to him. 

Effective March 16, 1914, the headquarters of Mr. 
M. D. Flanigan, general agent coal and ore department, 
New York Central Lines, now at Cleveland, O., will be 
located in the P. & L. Terminal building, Pittsburgh, Pa. 

John R. Walker of Washington, D. C., 
representative of the lumber 
Commerce Commission. 
man in 


is well known 


as a interests before the 
Interstate 

He started as a young the 
and his experience comprehended its manufacturing, sell- 
ing, retailing and auditing branches. Having learned its 
practical side, he turned his attention to its theoretical 
phases and became connected with the Yellow Pine 
Manufacturers’ Association of St. Louis, taking charge of 


its statistical work. He was drafted by the newly formed 


lumber business, 


JOHN R. WALKER. 


North Carolina Pine Association and went to Norfolk, 
Va., as its secretary, to spend five years developing this 
organization. 

In December, 1907, Mr. Walker resigned his position 
organized the Lumbermen’s Bureau, with head- 
quarters at Washington, D. C. This institution is the 
economic bureau of the lumber industry. Its monthly 
market reports show the selling prices of all kinds and 
grades of lumber in all the the 
country. 


Mr. Walker’s largest work during this 
the compilation of the General Lumber Tariff. 


and 


important markets of 


period was 


Mr. Elbert Blair is appointed commercial agent the 


Missouri, Kansas & Texas Railway Co. of Texas, with 
headquarters at Dallas, to succeed Mr. J. W. White, ap- 
pointed commercial agent M., K. & T. Ry., Chicago. 
Effective March 16. 


J. W. White has been appointed commercial agent 


TRAFFIC WORLD 
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for the M., K. & T., vice 
J. Rogers, deceased. 

The following appointments have been made on 
Death Valley Railroad Co.: F. M. Jenifer, gen 
freight and passenger agent, Oakland, Cal.; W. B. H 
man, general agent, San Francisco, Cal.; D. Aspland, 
eral agent, Goldfield, Nev.;: J. F. Ford, general ag 
Los Angeles, Cal.; Geo. H. Ely, general agent, 
York, N. Y. 

The W. S. Dickey Clay Manufacturing Co. of Ka 
City has received notice from consignee in M¢ 
City, Mexico, of the arrival in good condition Mar 
1914, of a carload of brick shipped Jan. 18, 1913 
car was nearly one year and two months in transit 

Tuesday, March 31, Col. Leroy T. Steward, 
tendent of city delivery, Chicago postoffice, will bs 
speaker at the meeting of the 
Electric Vehicle Association of 
Everett P. Stroup will talk. 

H. M. Adams has been appointed general traffic 
ager of the Missouri Pacific Railway Co., with offic 
St. Louis, Mo., vice J. T. Hendricks, resigned to 
the service of another company. W. I. Jones is 
pointed assistant to vice-president, vice M. C. Mar 
assigned to other duties. The office of assistant to ¢ 
eral traffic manager is abolished 

E. F. Elwell has resigned as 
the Carolina, Clinchfield & Ohio Railway of South Caro 
lina to engage in other business. G. J. Mitchell is 
moted to commercial agent, succeeding Mr. Elwell E 
Scott is promoted to traveling freight agent, reporting t 
commercial agent. W. N. Bass is promoted to trav: 
freight agent, Spartanburg, S. C., succeeding Mr. Mit: 

Andrew D. Carton has appointed 
freight agent for the Trenton district of the Trent 
Transportation Co., with office at Trenton, N. J. 

The Vandalia Railroad Co. announces the following 
appointments: Cc. B. Sudborough, assistant gen: 
freight agent, St. Louis, Mo., succeeding H. R. Gris 
promoted: B..H. Dally, division freight agent, St. Louis 
Mo., succeeding C. B. Sudborough: F. S. Montgomery 
division freight South Bend., Ind., succes 
B. H. Dally. 

W. H. Askew has been appointed district freight 
passenger agent of the New Orleans, Mobile & Chicag' 
R. R. Co., at Memphis, Tenn. April 1 the headquarters 
of A. C. Carper, commercial agent, will be 
from Memphis to St. Louis. John O. Gill has been ap 
pointed traveling freight and passenger agent, with 
quarters at Memphis. 

E. H. Spangenberg has been 
agent of the Traders Despatch, 
signed to other duties. 


with offices in Chicago, 


the 


superin 


Chicago section of 


America. On Ap 


commercial agent 


been soliciting 


agent, 


removed 


west-b 
Ahern 


appointed 
vice J. H. 


“The Express Service and Rates” is the title 
treatise just published by W. H. Chandler, assistant 
ager of the traffic bureau, Merchants’ Associatio1 
New York. The work covers the express field, from 
tory, organization and service to rates and classification 
Express statistics and finance are treated, and bot! 1e 
old and the new rate-making systems are explained 
relation to the parcel post is also discussed. 


The following appointments in the Pennsyl\ 
Railroad traffic department, lines west of Pittsburgh 
been announced: M. H. MacQuown, chief clerk, general 
freight agent’s office; H. A. Koch, chief clerk to general 
western freight agent; W. V. McCreery, traveling 
senger agent, Spokane, Wash. For the lines east 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 


Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bidg., 
Chicago, Ill. 





Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 





H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bidg., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 





Watson & Abernethy 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 





Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 
Special] Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 








BORDERS, WALTER & BURCHMORE 


M. W. Borders 
CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILIT:’<< 


John S. Burchmore 
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Pittsburgh the following are announced: W. S. Yeatts, 
special agent, general freight agent’s office, Philadelphia; 
S. T. Stackpole, Canadian freight agent. Toronto, Canada; 
R. K. Neilson, freight solicitor, Uniontown, Pa. 

Mr. J. W. Jones is appointed commercial agent of 
the Central of Georgia Railway Co. at Cincinnati, O., 
effective March 1, 1914, vice Mr. G. T. Solar, resigned. 

Mr. W. B. Morgan is appointed commercial agent 
of the Central of Georgia Railway Co. at Macon, Ga., 
effective Feb. 20, 1914, vice Mr. D. F. Brady, resigned. 

Mr. G. M. Rowell is appointed commercial agent of 
the Central of Georgia Railway Co. at Memphis, Tenn., 
effective March 1, 1914, vice Mr. J. W. Jones, trans- 
ferred. 

Mr. Ray F. Clark has been appointed general agent 
of the Canadian Northern Railway, with headquarters at 
Pittsburgh, Pa. He will be succeeded as traveling freight 
agent of the company at Chicago by Mr. C. E. Webb. Mr. 
Clark was president of the Chicago Transportation Asso 

Mr. T. A. McGrath, who has been traffic commis- 
sioner of the St. Paul Association of Commerce, and who 
previously was assistant traffic director of the Minne- 
apolis Civic and Commerce Association, has resigned, 
and will engage in the practice of law. He will be 
located in St. Paul, and his specialty will be cases be- 
for the state and interstate commissions. 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freight 
claim department of Michigan Central Ry., Detroit. 
Tour years in commercial traffic work. My experience 
covers every detail] of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; every detail of traffic work started right 
and kept there. At present traffic manager for a 
large mail-order furniture manufacturing concern. J 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 
L. N. 217. 
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TRAFFIC MANAGER—An expert Traffic man, now em- 


ployed in executive capacity, desires connection with large 











commercial or industrial concern, where exceptional abil- 
ity and experience are absolutely essential. On account 
of long acquaintance and association with traffic officials 
of the largest lines in the country, can furnish exacting 
references. N. D. 63, The Traffic World, Chicago. 


| Easy to Operate 
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POSITION WANTED 


Shippers, Please Notice: 

I am a traffic man with expert training. Can 
efficiently handle your shipping problems. That’s 
my business. Scientific routing and reducing freight 
charges to a minimum my specialty. Prepare claims 
for filing with railroads and Interstate Commerce 
Commission. I CAN SAVE YOU MONEY. 
Well educated. Good experience. Twenty-seven 
years old. Married. Nominal salary to start. 
Position must be permanent. Address “Traffic 
Expert,” S M 66, care of Traffic World, Chicago, 
Ill. 





LAWYER—Seven years’ thorough railroad and cor- 
poration experience in law department of large corpora- 
tion handling interstate commerce and state commission 
and tax work; thoroughly familiar with state statutes, 
and with wide general office experience and unimpeacl 
able record in manufacturing and other lines, seeks new 
connection in railroad or other corporation work, where 
high-class services of this nature are wanted. 3,000 to 


$4,000. W. A. 32, The Traffic World, Chicago, Il. 
TL 


EXPERT RATE AND CLAIM MAN, at present Au 
ditor and Claim Agent for small railroad and for soms 
time past Traffic Manager for one of the largest 
dustrial shippers in the west, particularly desires 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable referenc: 
Will require thirty to sixty days in which to get r 
lieved. B. M. C. 32, The Traffic World, Chicago, Il. 





POSITION WANTED—Capable and experienced traffic 
manager, age 32, at present in business for himself, wants 
position. Minimum salary, $1,800. Address M. D., 
The Traffic World, Chicago, Il. 





TRAFFIC MANAGER—With railroad, industrial or 
commercial company. Age 39, married, competent and 
reliable. Nineteen years railroad experience of which 
fourteen years with the Louisville & Nashville. Well 
versed in Interstate Commerce regulations. At present 
traffiC manager and auditor of small steam railroad 
having full charge of operations. My railroad experi- 


ence has made me capable of holding most any position 


in operating, traffic or accounting railroad departments. 
My reason for making a change, is better schools for 
my children. Address K. M. R. 99, The Traffic World, 
Chicago, Ill. 





Avoids Errors 


Saves Demurrage 


STRICKLAND’S CAR-DEMURRAGE RECORD 


In use for twenty years. 


Records Daily the History of Each Car Simply and Concisely From 
Arrival to Release 


Railroad Form 
Desk and Pocket Size 
Price on Application 


J.W. STRICKLAND 


Milwaukee, Wis. Price} 799. Page $3.00 


Shippers’ Form 
{100-Page $2.00 











Huguenot Express Co. 


NEW YORK, N. Y. 
624 West Thirty-sixth St. 


and distribution. 


Judson Freight Forwarding Co., Inc. 


443 Marquette Bulliding. 

1501 Wright Building. 
Carload distribution to all railroads at Chicago and St 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 


CHICAGO 
ST. LOUIS 


Pacific Coast points. 








Terminal Storage & Transfer Company, Inc. 
Mobile, Alabama 


U. 8S. Bonded Transfer 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc.. 


phone No. 633. 





Imsurance, 18c. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


360-3656 Seneca St. “Unsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 


Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, custém house brokers. Bonded and 
free warehouses. 





Ashley Warehouse Co. 


ST. LOUIS, MO. 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended te. 
Track connections. 








Bash Storage Company 


FT. WAYNE, IND. 


Unsurpassed facilities for storing, handling, trans- 
ferring and forwarding goods; ample cold storage plant in 
connection, if desired. Yard room for outdoor storage. 
Two private switches connect plant with all roads. Give 
estimated amount of space required and kind of goods. 
Ft. Wayne has thirteen railroads, interurban and steam 


Second city of Indiana. 








LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
state Commerce Commission, state ral- 
road commissions and transportation 
‘omparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers. 

H. GQ PN ria wid + + 8 008 98s cess President 
Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 

S. MOU 66s coesdeustnsbawe Vice-President 

Commissioner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
apolis, Ind. 

Oscar B Ball... 1... Secretary-Treasurer 

T. M. Crane Co., 836 South Michigan 
Ave., Chicago, Ill. 
David P. Chindblom...... Asst. Secretary 
5 North La Salle St., Chicago. 


National Implement and Vehicle Associa- 
tion. W. J, Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 


National League of Commission Merchants 
of the United States. J. J. Castellini, 
Pres., Cincinnati. O.; R. S. French, 
Business Manager, 202-204 Franklin St., 
New York. 


Northern Pine Manufacturers’ Assocla- 
tion. H. S. Childs, Secy., Minneapolis. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper 


Sterilng Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, Ill. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secretary-Treasurer; W. E. Long, 
Traffic Manager. 





The Memphis Freight Bureau. L. R. 
Donelson, Pres.; . Thomas, Vice- 
Pres.; James 8S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


Traffic Club of Kansas City. Joseph A. 
Tapee, Pres.; Alfred A. Wild, Secy. 
The Chicago Transportation Association. 
Cc. H. Schniglau, Pres.; H. E. MacNiven, 

Secy. 

The Traffic Club of New York. R. H. 
Wallace, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club (Inc.). H. L. Wil- 
lard, Pres.; C. I. Darcy, Secy. 

The Spokane Treaumuveaion Club. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy 8S. 
McCabe, Pres.; W. H. Wharton, Secy. 

The Traffic Club of Dallas, Tex. J. L. 
West, Pres.; G. S. Maxwell, Secy. 


The Traffic Club of ‘= Harry 
Billings, Pres.; C. W. Summerfield, 
Secy. 

The Traffic Club of St. Louls. R. K. 
Pretty, Pres.; W. S. Crilly, Secy-Treas. 

The Traffic Club of be mage oe BC. 
Sattley, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indianapolis. 
M. R. Maxwell, Pres.; L. E. Stone, 


Secy 

The 41 Traffic Club of New En gone. Boston. 
Sam Manning Pres.; A’ Ander- 
son, Secy. 





In heart of business district. 
Prompt attention to all shipments, large or small. 


In writing to advertisers. 








Wiesenfeld Warehouse Co. 


JACKSONVILLE, FLA, 
STORAGE, DISTRIBUTING AND REFORWARDING 


On both rail and water. 





The Transportation Club of Cincinnati 
Frank A. Healey, Pres.; J. H. Ander« 
son, Secy. 


The Transportation Club of Louleviile. 
. L. Roederer, Pres.; 3S. J. McBride, 
ecy. 

The Transportation Club of Toledo. EB 
D. Ryan, Pres.; J. 8. Marks, Secy. 

The Traffic Club of Newark. H. B. R 
Potter, Pres.; J. J. Kautzmann, Secy. 


The Traffic Club of Seattle. Roger D 
Pinneo, Pres.; P. B. Miller, Secy. 

The Transportation Club of Detroit, Mick 
Sidney A. Jones, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisce. J. 
a Burgin, Pres.; Theo. H. Jacobs, 

ecy. 

The Rallroad Club of Kansas City, Me. 

J. N. Stroud, Pres.; Claude Manlove, 


Secy. 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; B 
H, Knight, Secy. 

The Traffic ha of Minneapolis. F. EB 
Pool, Pres.; B. Rowley, Secy. 

Salt Lake Y enemmblation Club. J. 
Davis, Pres.; R. EB. Rowland, Secy. 

Traffic Club of Milwaukee. George A. 
Schoeder, Pres.; Carl Backus, Secy. 

Tremeora Club = Lima, 0. Lloyd 

Sherrick, Pres.; D. L. Rupert, Secy.- 


Treas 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. Chas. H. Lilley, Pres.; Jame 
Bale, Secy. 

Transportation Club of Peorla. R. M 
Field, Pres.; A. S. Howells, 

Traffic Club of Cleveland. D. F. Hurd 


Pres.; W. V. hop, 3 
Traffic Club of Erle, Pa. Edwin H. Bre- 
villier, M. W. Ei 


Los Angeles traffic Association, Los An- 
geles, Cal. BE. 8. Blair, Pres.; C. EB 
Cline, Becy. -Treas. 

Traffic cinh of Jacksonville. Fla. A. W 
Fritut. Pres.: Chas. A Bland Sacy 
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NOW READY 


SUPPLEMENTAL DIGEST 


Decisions Under the Interstate Commerce Act 


By 
HERBERT C. LUST 





Over 5,000 new principles governing Interstate 
Traffic evolved by the Commission and Courts since 
the publication of the original Lust (@ Merriam Digest. 


SAME CLASSIFICATION AND ANALYSIS 


IMMEDIATELY ACCESSIBLE 


750 pages, indestructibly bound in finest buckram 
sewed over tapes. 


Sold only with digests which will be issued every | 
three months beginning May 1, 1914. 


Price of Supplemental Quarterly Digest and first three Quarterlies, delivered, $11.50 


ORDER FROM 


H. C. LUST AND COMPANY 


10 South La Salle Street, Chicago, Ill. 
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